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INDEX 
An index to the eightieth volume of THE RatLway GAZETTE, 
covering the issues from January 7 to June 30, 1944, has been 
prepared, and is now available free of charge on application to 
the Publisher 





DIESEL RAILWAY TRACTION SUPPLEMENT 
The August issue of THE RatLway GazETTE Supplement, illus- 
trating and describing developments in Diesel Railway Traction, 
is now ready, price 1s. 





GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
owing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 





POSTING ‘“‘ THE RAILWAY GAZETTE ’’ OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





TO CALLERS AND TELEPHONERS 
Until further notice our office hours are : 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us ‘to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Industry Opposes Transport Nationalisation 


OTH nationalisation and monopoly are condemned in a report 
on post-war transport which has been compiled by a joint 
committee of the Association of British Chambers of Commerce 
and the Federation of British Industries. This insists on the 
maintenance of freedom of choice by the trader, and urges that 
ownership and management of all forms of transport should be 
left to private enterprise. The report also suggests a public 
inquiry into existing regulations governing all forms of transport, 
particularly so far as the railways are concerned, into the 
principle of standard revenue. In this way, it is suggested it 
may be possible to discover what changes may be necessary to 
secure co-ordination of transport services. For the road haulage 
industry the Committee recommends a rates structure, classifica- 
tion of goods, and standard terms and conditions of carriage. 
Publication. of rates should be obligatory on road hauliers, as in 
the case of the railways, and consideration is also given in the 
report to coastal shipping, canals, ports, and docks. The recom- 
mendations in the report are limited to merchandise traffic and 
to the changes in the transport system which may be necessary 1n 
the post-war period. No consideration has been given to pas- 
senger traffic, but it is pointed out that a further report on this 
may be submitted should it be deemed necessary. The report 
was summarised at some length in The Financial News of 
August 10; subsequently it was stated that the report awaited 
final approval by the Association and the Federation. 


August Holiday Traffic 


Mention was made in these notes last week of the special 
queueing arrangements at Paddington and Waterloo Stations, and 
the resulting increase in the efficiency of the handling thereby. 
We are informed by the Southern Railway that, so far as Waterloo 
Station is concerned, these arrangements have been in force for 
many weeks—since the middle of June in fact. The use of the 
large subways under the concourse has enabled thousands of 
passengers for the West of England and Basingstoke-Southamp- 
ton-Bournemouth areas to be queued’ up under cover and in the 
most orderly manner. They are fed on to the platforms by the 
short stairways situated midway between the barriers and the 
ends of the platforms as each empty train enters, and the Station- 
master has had many letters of thanks from travellers for the 
smooth working of the arrangements from the passengers’ point 
of view. Although main-line traffic has been extremely heavy at 
Waterloo this summer, at no time has booking been suspended 
or the station closed. 

soso 


The Curtailed Train Services 


For 44 years of the present war, until the end of May last, 
British railways succeeded in maintaining passenger train 
services which, in their general arrangement, frequency, and 
speed, were in the main considerably superior to those operating 
in the last year of the 1914-1919 war. The invasion of Europe 
from the west considerably changed this, as may be realised 
from a study of the cancellations and changes of service set out 
on p. 170. That these changes are regarded as ‘‘ permanent ”’ 
is evident from the fact that the four main-line railways have 
now printed lists of their train service alterations, to be used 
as supplements to the timetable books and sheets which came 
into nominal operation on May 22 last. The lines in the south- 
east and up the east side of England are those most materially 
affected, and the L.N.E.R. alteration list comprises 127 pages 
of closely-printed matter. How drastic are the L.N.E.R. main- 
line changes is witnessed by the fact that there is now no train 
from’ Grantham to Kings Cross from 11.52 a.m. to 8.7 p.m., 
nor from York to Newcastle between 2.55 and 9.59 p.m. Certain 
of the cancelled trains are still run as opportunity offers, how- 
ever, but without previous announcement, and chiefly at week- 
ends. In the west and north the alterations become progressively 
less, and with certain exceptions, more particularly on the Mid- 
land Division, most of the L.M.S.R. main-line changes are no 
more than the combination of duplicate services in single trains. 


Railway Rehabilitation in Spain 


Recent unofficial estimates say that the Spanish National Rail. 
ways, which comprise*about 87 per cent. of all the mileage in 
Spain, carried 11 per cent. more passengers and 5 per cent. more 
goods during the first half of 1943 than during the corresponding 
period of the preceding year. Last year there were reported to 
be in operation an average of 2,700 steam locomotives, which was 
an increase over 1942, but was still below the number in use be- 
fore the Civil War. About 72,980 goods wagons were said to be 
at work, or only some 500 less than in 1936. There was reported 
to be a slight increase in the number of passenger carriages, but 
the total was still only three-fourths of that before the Civil War, 
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and almost all the additional rolling stock placed in service dur- 
ing 1943 was said to be rebuilt or repaired equipment. Some 
further details were given in our July 28 issue, page 78. A con- 
siderable volume of work has been undertaken in the construc- 
tion and repair of railway stations, bridges, and track, and the 
electrification project envisages the conversion of some 2,800 miles 
of track, but progress is slow. At the beginning of the present 
year, only about 186 miles of electrified line were available for 
use. Several new connecting lines that are under construction are 
said to be in varying degrees of completion. The 47-mile link 
connecting the ports of Corunna and Vigo is reported to have 
been opened on July 15. Work is continuing on the last section 
of the 70-mile line between Cuenca and Utiel; when completed 
this will provide a direct railway service between Madrid and 
Valencia. 
aas a= 


Overseas Railway Traffics 


After a revival caused by hopes of an improvement in the 
political situation there was a fall in the prices of the securities 
of British-owned railways in Argentina, notwithstanding the 
continuance of substantial advances in receipts. This has been 
due to reports of drought affecting wheat and other crops. 
Traffic gains in the 4th and 5th weeks of the financial year 
have been £84,500 on the Central Argentine, £70,980 on the 
Buenos Ayres & Pacific, £67,920 on the Buenos Ayres Great 
Southern, and £35,460 on the Buenos Ayres Western. Returns 
for the same period on the Entre Rios and Argentine North 
Eastern showed respective increases of £5,154 and £4,056. For 
the first 31 weeks of 1944, Antofagasta receipts are £40,060 up. 
Brazilian railway traffics continue their upward rise. The Great 
Western with aggregate receipts of £672,700 shows an increase 
of £187,300, and the Leopoldina total of £1,408,087 signifies an 
advance of £356,250, both aided by higher tariffs. 

No.of Weekly Inc. or 
week  traffics dec. 


Aggregate Inc. or 
traffic dec. 

é £ 
560,940 + 126,540 
854,580 +119,220 

59,040 + 14,760 308,640 +65,940 


£ £ 
113,580 + 36,780 
179,880 -+ 30,120 


Buenos Ayres & Pacific® ... io aa 
Buenos Ayres Great Southern* ... 5th 
Buenos Ayres Western* .... « 
Central Argentine* lista os §6s SD 174,498 + 48,777 865,620 +222,588 
Canadian Pacific ne ane .. 30th 1,831,200 81,200 36,378,200 + 3,803,400 
* Pesos converted at 16 to £ 

Aggregate net earnings of the Canadian Pacific Railway for the 
first half of 1944 were £4,536,000, an improvement of £295,400 
on the first six months of 1943 [he aggregate gross earnings 
of £30,915,000 were £3,668,600 higher. 


aes au 
The Elimination of the Rail Joint 


that the weak feature in track 
construction is the fish-plated suspended rail joint, with its 
mechanical shortcomings, that is responsible for noise and the 
transmission of shock, with corresponding ill effect on rolling 
stock. Much ingenuity has been expended on the attempt to 
devise an improved rail joint, and in recent years another line 
of attack is the partial elimination of the joint by the use of 
longer rails, produced by welding several standard 60-ft. lengths 
into one. Welding is under trial on all the main British rail- 
ways, and lengths of 180 ft. are becoming fairly common under 
main-line conditions, but probably the most outstanding success 
is that achieved by London Transport with its 300-ft. rails in 
open situations, the production of which is described and illus- 
trated in the article at pages 160-164. The short American 
39-ft. rails introduced here to meet the war shortage have been 
welded into 78-ft., 117-ft., and 156-ft. lengths. The loss of 
expansion spaces has not resulted in the buckling which some 
expected, as the resistance of well-ballasted sleepers has sufficed 
to support the compressive stress in the rails in hot weather, and 
tensile in cold, without appreciable movement. The greater 
lateral stiffness of the American flat-bottom rail over that of 
the British bull-head, has assisted the comparable development 
in the U.S.A. 


It has long been recognised 


The Danger of Wheel-Burned Rails 


Not all the defective conditions in rails which give trouble, 
and, in extreme cases, can cause derailments, are the results of 
faulty manufacture. With rails in which defects have resulted 
from piping, segregation, dirty steel, or, particularly abroad, 
transverse fissures, the permanent-way engineer is all too familiar ; 
but only recently has come a full realisation of the damage to 
rails which may arise from badly-balanced locomotives, flats on 
wheels, and, in particular, the burning of running surfaces as a 
result of skidding. On page 157 a description is given of the derail- 
ment of an express in the U.S.A. caused by a rail so seriously wheel- 
burned as to break at seven places. The remarkable feature of this 
accident, which occurred on an automatically-signalled stretch of 
line, is that the rail appears to have been broken in two places 
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before the previous train passed, with the result that the inter. 
ruption of the track circuit caused that train to be stopped at the 
previous signal; under “‘ stop-and-proceed ”’ rules, the train theg 
went forward so slowly that the two fractures held under it. Not 
only so, but the broken ends must have battered sufficiently for the 
pieces to come into contact and restore the flow of current ; conse. 
quently the express received a ‘‘clear’’ indication. A Sperry 
detector car had patrolled the route ten days previously, but had 
indicated no defects sufficiently serious to warrant replacement of 
the rail. 


Educating Substitute Railway Labour 


The extensive use of substitute labour in war conditions by 
American railways has made essential the systematic educatiop 
of the novices in the principles and rules of railway operation, 
This task is being tackled in various ways in different parts of 
the United States. At St. Louis, Missouri, a school for the 
training of firemen, brakemen, and switchmen has proved so suc- 
cessful that the War Manpower Commission hopes that it may 
become “‘ the pattern for a nation-wide plan of organised training 
to keep the railroads operating at the highest efficiency possible.” 
The St. Louis school was set up in co-operation with the W.M.C. 
Bureau of Training, and enrolled nearly 100 men in the three 
categories mentioned, who were trained in the offices and yards 
of the St. Louis Terminal Railroad Association. The Missouri 
Pacific and St. Louis-San Francisco Railroads also co-operated. 
The War Manpower Commission has similarly organised classes 
for railway telegraphists at St. Louis, Minneapolis, Kansas City, 
The Dalles, and Portland (Oregon); and courses for wagon repair- 
men have also been begun at St. Cloud, Minnesota. Another 
venture of the same description was inaugurated in Chicago 
towards the end of May by the Western railways, in co-operation 
with the Chicago Board of Education, the Railroad Retirement 
Board, the War Manpower Commission, and the General Man- 
agers’ Association of Chicago. Physically and mentally fit men 
between the ages of 19 and 45 years are selected by the Railway 
Retirement Board and given a fortnight’s instruction, one week 
in the Grand Central .Station, and the second week in field 
instruction under the jurisdiction of the Chicago Board of 
Education. On qualifying, the students are hired by the 
railways of their own choice. Retired railwaymen are acting as 
instructors. 

oso 


Early Rules and Regulations 


A reading of the books of rules and regulations in use on our 
railways many years ago throws an interesting light on the 
ideas then entertained by engineers and traffic managers on 
safety and efficient service. By the courtesy of Sir William 
Wood, President of the Executive, L.M.S.R., we have seen a 
copy of the rule book issued in 1861 by the Belfast & Northern 
Counties Railway, later part of the Midland and now of the 
L.M.S.R. organisation. It is fairly complete for the period and 
the contents obviously have been carefully thought out, although 
some of them read curiously today. It was then, and for some 
years afterwards, the custom to give a more instructional tone 
to rules than in later years, when the issue of an appendix 
to the timetables afforded an opportunity of including much that 
formerly had been brought, to a limited extent, into the rule 
book proper. The signalling arrangements on the B. & N.C.R., 
to which some extracts on page 156 refer, were based on the 
time-interval system, then much in use, with simple “‘ station” 
and ‘‘ distance,’’ or ‘‘ auxiliary ’’ signals. ‘‘ Distance.’ signals 
were spoken of as being ‘‘in advance’’ of a station, which 
although in accordance with ordinary custom, is in contradiction 
with the practice later on British railways and which is so 
confusing to foreigners. 

seas om 


Financing American Railways 

Hitherto a large proportion of railway finance in the United 
States has been provided by certain large banking corpora- 
tions, and in such cases the railway securities concerned have 
not come on the open market, but have been taken up by these 
corporations without competitive bidding. “The Interstate Com- 
merce Commission, however, has now given a ruling that, from 
June 30, railways applying to the I.C.C. for authority to issue 
securities under section 20a of the Interstate Commerce Act 
must submit to competitive bidding. This reversal of the 
previous practice was supported by certain railways, and also 
by the railway labour unions and by two banking firms; it was 
opposed by thé Association of American Railroads, the American 
Short Line Railroad Association, the National Association of 
Securities Dealers, the Investment Bankers Association of 
America, and by certain insurance and banking firms, including 
the corporations that hitherto have financed the railway on 4 
considerable scale. To the new ruling the I.C.C. has made 
certain exceptions; these are common and preferred stocks; 
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securities issued in exchange for outstanding securities or in 
connection with company reorganisation; notes maturing in not 
more than three years; issues not exceeding $1,000,000; exchange 
of securities in connection with a merger or acquisition by one 
railway of another; issues of subsidiary companies to be held by 
the parent company; and other exceptions specially authorised 
by the Commission. Much interesting argument took place at 
the hearing, on the one side that it was necessary to do away 
with monopoly in financing, and on the other that the railways, 
if this step were taken, would be deprived of the opportunity of 
making what they regard as the best financial arrangements 
in the interests of their stockholders. It is also of note that 
three Commissioners dissented from the findings. 


Mr. Ashton Davies 


ARTICULARLY since the amalgamations of 1923, there have 
been few outstanding personalities, from the public point of 
view, on the British railway systems. The great size of the 
organisations has made for uniformity, and often enough, as in 
the Civil Service, for a damping down of any tendency to per- 
sonal individuality. Mr. Ashton Davies was a striking exception 
to this modern tendency, for not only did he achieve widespread 
personal prominence, but his personality was developed vis-a-vis 
the public as a matter of deliberate policy by the L.M.S.R. He 
became, in fact, a railway ‘“‘ name’’ and his photograph and the 
exhortation, ‘‘ ask Mr. Ashton Davies,’’ were for some time 
prominently displayed in advertisements in the press throughout 
the country. 

\ biography and portrait of Mr. Davies who, as recorded in 
is retiring from the L.M.S.R. at the end of 
From his earliest railway days he 


“es 


our Jast week’s issue, 
this month, are on page 165. 
yas particularly interested in matters of development, and he 
vas closely associated with the formation of the London & York- 
shire Railway School of Signalling at Victoria, Manchester. He 
was always a very firm believer in personal contacts and sales- 
manship through the individual as well as through advertising, 
and his policy in these matters stood him in good stead when, 
in 1932, he was appointed ‘to the newly-created post of Chief 
Commercial Manager of the L.M.S.R. As a result of the work he 
did then the whole attitude of the railway towards the public 
changed, and he developed the policy of appealing to the public 
to let the railway know what it wanted, rather than pursuing 
the custom of letting the public know what the railway could 
supply The organisation of the Chief Commercial Manager's 
Department was unique, so far as British railways were con- 
cerned, in that it divorced the selling of transport from the opera- 
tional side, and, for the first time in the history of British rail 
ways, one man was charged with the responsibility of public con- 
tact and securing business for a railway. 

Mr. Davies was largely responsible for the introduction of the 
many cheap ticket facilities which operated between the wars, 
such as the monthly return ticket, ‘‘ penny-a-mile’’ ticket, 
shipping tickets, holiday contract tickets, and evening excursion 
tickets. He made bold use of the press, not only io introduce 
his personality to the public, but also that of his District Officers 
who became, in effect, his local salesmen. As a pioneer of the 
personal touch in railway affairs, he mixed freely with the rail- 
waymen up and down the line, and by means of frequent con- 
ferences with his assistants and officers, inspired them with new 
enthusiasm for selling the service of the L.M.S.R. 

[he success which he undoubtedly achieved on the commercial 
side of railway business was not obtained at the cost of prac- 
tical railway experience; rather it arose from out of a clear under 
standing of the working of the railway in its many aspects, and 
the application of*that knowletige to the service of-the public. 
He believed in studying all kinds of railway problems on 
the spot, and was one of the relatively small number of 

officials who could walk into a signal box and operate 
himse If. 

Mr. Davies was closely associated with two major developments, 
ifter the grouping of railways in 1923, which had a great bearing 
on railway operations. The first was the Railway Rates revision, 
which was carried out in 1928, and the second was the passage 
through Parliament of the Road Traffic Act, which gave the rail- 
ways the right to run their own road services and to acquire 
interests in road transport undertakings. He is on the boards 
f a number of bus companies associated with the railways. At 
the end of a long and very active career Mr. Davies can look 
back with satisfaction on many years of well-directed and 
fruitful activity which has left its mark on the British railway 
System. 
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State Acquires Bengal-Nagpur Railway 


SHOULD the stockholders approve, the undertaking of the 
Bengal-Nagpur Railway Co. Ltd., on October 1 next, will 
become the property of the Government of India and form part 
of the State railway system, which will then include all the rail- 
ways of major importance in British India. In the ordinary 
course, the contract for the working of the railway would not 
have been determined until December 31, 1950, but the earlier 
acquisition now envisaged is in full accordance with recent Gov- 
ernment policy. Some 18 months ago the Secretary of State 
enquired-ii the company would consider suitable terms for an 
earlier determination of the contract, and the ensuing negotia- 
tions, which were treated as confidential until an offer was made, 
have resulted in an official offer, subject to the following terms : — 
(i) The Secretary of State will pay to the company (a) the 
guaranteed interest for the quarter ending September 30, 1944, 
and share of the surplus profits of working for the six months 
ending September 30, 1944 (to be paid not later than January 
15, 1945; (b) on September 30, 1944, the capital sum of 
£3,600,000 for the surrender of its contract six years and three 
months before the due date. (ii) The company will surrender 
its rights under its contract as from September 30, 1944. 

Other conditions have also been agreed as part of the terms 
of the offer. No new claims or counterclaims are to be put for- 
ward by either party; the payments above-mentioned are to be 
made without any deductions; the Secretary of State to make a 
reasonable contribution towards the expenses of the winding up; 
the Government of India will not proceed with its claim to tax 
the company’s guaranteed interest, and any rebate of E.P.T. 
attributable to the company and ordinarily payable at some 
future date is to be paid to the company as soon as can be 
arranged. The capital sum of £3,600,000 is comprehensive and is 
to include payment by the company of compensation to the 
directors and to the London office staff, etc. Out of this capital 
sum it is proposed to set aside £9,600 for compensation to direc- 
tors other than the Government director for loss of office, and 
£40,000 to make similar provision for the salaried staff in 
London, including auditors and consulting engineers. These 
terms and conditions are considered by the directors to be fair 
and reasonable and they are recommended to the stockholders 
for acceptance at an extraordinary general meeting to be held 
at Winchester House, Old Broad Street, E.C. at noon on August 
29. A further extraordinary general meeting will be convened 
in due course to consider a special resolution for putting the com- 
pany into voluntary liquidation. 

There are certain reserves in the hands of the company which 
will be available to be added to the capital sum of £3,600,000, 
and it is hoped and intended, if the offer is accepted, and the 
company wound up voluntarily, that a payment to stockholders 
of £119 for each £100 of stock held shall be made immediately 
after the commencement of the winding up, and it is anticipated 
that stibsequently, after meeting the cost of the liquidation, some 
final distribution will be made. If the contract for working was 
to continue for the full period up to December 31, 1950, the 
capital payment to stockholders would only be £100 for each 
£100 of stock held. 

The original contract of March 9, 1887, provided for the taking 
over of the Nagpur-Chatisgarh State Railway of 146 miles on the 
metre gauge, and the Bilaspur-Etawah State Railway of 36 miles 
on the 5-ft. 6-in. gauge, connecting Katni and Umaria. By 1913 
the system included 1,876 miles on the 5-ft. 6-in. gauge and 797 
miles on the 2-ft. 6-in. gauge. The length now worked is 2,498 
miles broad gauge and 799 miles narrow gauge. The principal 
routes are: Calcutta to Nagpur—part of the shortest through 
connection between Calcutta and Bombay—and Calcutta to 
Waltair, part of the through run between Calcutta and Madray. 
The Bengal-Nagpur shares with the East Indian Railway the 
traffic from the Bengal coalfields for Calcutta and export (via the 
Hoogli wagor ferry), and also serves the Tata iron and steel 
works. The original contract providec for a guarantced interest 
of 4 per cent. on the company’s ordinary capital, but a revised 
contract of November 5, 1912, provided for a reduction of this 
rate after 1913 to 34 per cent., the company to share also in any 
surplus profits. For several years past a dividend of 4 per cent. 
has been paid on the ordinary capital, but surplus profits in 
excess of interest charges were not earned in the financial vears 
1928-29 to 1936-37 inclusive nor in the year 1938-39. ; 

If and when the Bengal-Nagpur system is taken over the Indian 
Government will be operating 40,090-85 route miles of Class I 
railways, consisting of the :— 

Bengal & Assam 
Bengal-Nagpur 
Bombay, Baroda & Central India 


East Indian 
Great Indian Peninsula 


Madras & Southern Mahratta 
North Western 

Oudh & Tirhut 

South Indian 
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Sir Alan Mount’s Annual Report At Honeybourne, on November 17,.1943, a freight train, hauled tin 
by an American engine, was running at about 25 m.p.h., whe, failed 


N OtWITHSTANDING increasing complexity of operation the crown of the steel firebox collapsed from shortage of wate 
under war conditions, with longer hauls and abnormal flow, amd the fireman was fatally scalded. The enginemen had bee, on lin 
serious passenger crowding and increased work in the marshal- misled by a false indication in the single water- gauge, the steam ae 
ling yards, only 4 passengers and 5 railway servants lost their valve of which was only partially open. This is unlikely ty = 
lives in train accidents in this country in 1948. This, and occur with plug-cocks provided on most of these fittings in this iDiastr: 
other facts reflecting much credit on our railwaymen and rail- country, as the position of the handle reveals at a glance _ 
waywomen, have now been made public by Lt.-Colonel Sir Alan whether the cock is fully open or not. On the American on 
Mount, Chief Inspecting Officer of Railways, in his annual engines, however, the water gauge is fitted with screw valves, traffic 
report. which again appears in the abbreviated form adopted in the position of which can be determined only by test. Due ” : 
1940 and is based on the system of reporting accidents laid to imexperience with these fittings, the men concerned did not a 
down in the Railways (Notice of Accidents) Modification Order realise that additional care was necessary when manipulating = P 
(Statutory Rules & Orders, 1939, No. 1214). ‘‘ Although the the valves, and did not take advantage of the test cocks pro. oy 
winter and spring of 1948 were mild,’’ says the report, ‘‘the vided in place of a second gauge. Comprehensive instructions as igs 
autumn brought widespread fog and there was much sickness to the purpose of the water gauge and test cocks have been och 
in December, which imposed great strain and long hours, par- issued since throughout the country, together with a drawing Oe 
ticularly among operating and maintenance grades, an increasing showing the position of these fittings in relation to the crown aeons 
number of whom have passed normal retiring age. Nevertheless, of the firebox. Another feature in this case was the failure of raget 
statistical information shows that the effort made by the railways the lead plugs to give warning of impending danger; this was 4 ht 
during 1943 exceeded that in 1942 and the work done, for thought to have been due to certain details of design, which — { 
instance, in handling merchandise and mineral traffics was have been corrected, and new plugs are being fitted. ee 
nearly 80 per cent. more than pre-war.’’ When it is considered Turning now to level crossings, under which heading the sosit i 
that, inclusive of the L.P.T.B. lines, but excluding free con- remaining train accident on which a report was issued comes, tack 
veyance, 1,772 million passenger journeys were originated during we find that the number of public road crossings remains in ‘ob 
the 12 months, the figure of 4 passengers killed in train acci- umaltered, at 4,360, of which all but 200 are provided with report 
dents is, under present conditions, a remarkably low one, on gates and are attended; the risk of accident at gated public , 
which the public can congratulate itself. crossings is negligible compared with the other risks of the 
The report again includes the interesting table reproduced road. There are in addition 22,600 occupation crossings where 
above analysing the various cases of train accident, properly no specific responsibility is placed on railway companies by 





Type of accident 


Causes 
ai | I 
Running inzo Fires in 


obstructions trains Miscellaneous 


Collisions Derailments 





. Failure of train crew (including guard) : 
(a) Passing signals at danger Ps : 20 (32) 
(b) Other irregularities or want of care. A 63 (63) 
. Failure of signalman :— | 
(a) Irregular block working . : - — 
(b) Other irregularities or want of care... 16 (23) 
. Failure of train crew and or signalman and/or | 
other staff... , 
. Failure of other staff | in operating “depart- | 
ment (excluding 9 nati see 10 
below) om R its . pai 
. Accidental 
. Defective drawgear 
. Defective stock, other ‘than drawgear 
. Defective engines ‘ 
. Defective track and or ‘signalling apparatus 
. Faulty loading 7 
. Due to snow, ¥ andslide, ‘flooding, etc. 
. Miscellaneous ... : ee sie _ 3 
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so called, with the figures for 1942 (in brackets) for comparison legislation for safeguarding the movement of road vehicles and 
In these accidents, which numbered 393 against 547 in the pedestrians, and where, in consequence, a higher degree of care 
previous year, 4 passengers, 5 servants and 5 other persons lost is required by the user. There were 82 serious casualties at 
their lives, compared with 27, 9 and 1 in 1942. The latter year crossings in 69 accidents, compared with 57 and 50 the pre- durin, 
and 1941 were unfortunate ones for train accident casualties, vious year. Of these 51 were pedestrians (41 in 1942), 19 of 67 ac 
the Eccles and Cowlairs and Beighton accidents having had whom were killed and 2 seriously injured at occupation cross- in 19. 
serious results. The mild winter, with absence of snow, caused ings. again: 
a drop of 139 in the number of accidents due to running into A serious accident, into which an inquiry was held, occurred Lac 
obstructions. Failure of the human element accounted for 195 at the Middle Grove crossing, between Whittlesea and March, of th 
of the accidents—which must involve more than three hours’ on October 11, 1943, in a dense fog, when an express, running it 1s 
delay to be included—compared with 233. Of the total, failures at about 55 m.p.h., collided with a motorcar, three occupants the s 
of train crews accounted for 130 compared with 145 and derail- of which were killed and one seriously injured. The legal status becon 
ments predominated, emphasising the difficulties of operation of the crossing was doubtful, but the railway had provided a clear 
under war conditions. -Mechanical failures of rolling stock and gatekeeper for many years. He had been called up, but his This” 
engines accounted for 92 of the accidents, as compared with wife remained responsible for operating the gates in the night his 
83 in 1942 and 64 in 1941; defective track and/or signalling only. Shelter for a daytime gatekeeper was provided by 4 
apparatus caused 22, as compared with 24 and 15 respectively. platelayer’s hut 75 yd. away. There was a bell in the block 
Many train accidents were dealt with by correspondence, but circuit adjacent to the gates. On a car hooting, the gatekeeper, ee 
three were the subject of formal inquiry and published report, who had heard no block bells, opened the gates without making oo 
duly summarised in our columns. one of which presented certain, in accordance with instructions, that no train was orm 
unusual features. In the case of collision at Scarborough on approaching. The express arrived immediately afterwards. It ‘ ae 
August 10, 1943, in which all four passengers already referred is possible that its sound was drowned by the noise of a farm we, i 
to were killed, the signalling installation was somewhat old tractor. In the prevailing conditions of bad visibility and nf 
fashioned, and there were no track circuits in the terminal knowing that the bell was not always audible in the hut, the 
roads concerned. The signalman intended to send an arriving gatekeeper, as he admitted, should have ascertained by telephone respo: 
train into platform line No. 3, but had left the route set, after that it was safe to allow the car to cross. Shelter adjacent to “og 
making a shunt movement, for the No. 5 line; he unfortunately the crossing and an indicator in the block circuit were recom- everv 
took hold of the home signal lever for that line in the belief that mended. Another accident, which was not made the subject of ~ sed 
it was the one applying to the other, into which he intended an inquiry, occurred at Hack Green crossing, between Audlem still | 
to send the train. In consequence, he lowered a signal leading and Nantwich. The weather was again very foggy. A freight above 
to an occupied road, in which a train was standing and waiting train ran through the gates into a coach conveying R.A.F. per ing tl 
for its engine to back on. The leading coach was fully loaded sonnel; two were killed and two seriously injured. The crossing step 
with a military detachment and was wrecked. The approach had interlocked distant signals and repeating block indicators. bility 
view was short and the driver was unable to avoid the collision. The crossing keeper, new to his duties, was disconcerted by hazar 
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continuous hooting and, to avoid delay, opened the gates. He 
failed to observe that the relative block indicator showed “‘ train 
on line’’ and it appeared that he placed the distant signal to 
caution after the train passed it. The man had been sufficiently 
trained and was suitable for the post, but the circumstances 
illustrated the necessity for impressing on newly-appointed 
crossing keepers that they are likely’ to be subject to a good 
deal of impatient criticism when it is their duty to delay road 
traffic in the interest of its own safety. ‘ ; 

In 1943 there were 317 inquiries held into accidents other 
than train accidents, which involved fatal or serious injury to 
328 persons, nearly all servants of the railway companies. “The 
remainder were principally contractors’ servants and persons at 
work, or transacting business, on the companies’ premises. As 
a result, 103 recommendations were embodied in the reports, of 
which 83 were adopted, 19 not adopted, and 1 is still under 
consideration. Many verbal suggestions were also made and 
accepted. Movement accidents to passengers were mainly due 
to misadventure, or want of care, or misconduct. There was a 
slight increase in the number of fatalities resulting from attempt- 
ing to enter or alight from trains in motion, the total 
being 30. There is little that the railways can do to alter the 
position as to this class of accident, and much greater interest 
attaches to the position respecting men working on the track, 
in which practically all cases of injury may be assumed to he 
It is to be observed that work is seldom carried out 


reporte d. 


Annual average 
1935-1939 


Annual average 
1925-1929 


Annual average 
1930-1934 


941 Accidents to trains 


Accidents to, or failures of, rolling stock or permanent way 


Casualties : 
Passengers 
Servants ... . 
Other Persons ... 


K. I. 
91 3,733 
210 3,267 
67 158 
368 7,158 
1,661 Railway companies 
eA? i iio 
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Total casualties to staff while walking or standing on the lines 
on duty or proceeding to and from work, amounted to 116 com- 
pared with 136 in 1942. The bulk of these accidents was also 
due to lack of individual caution and the fatalities (83 including 
4 women), added to those relating to staff struck by trains when 
at work on the permanent way (48, including 1 woman) repre- 
sent no less than 0-52 per cent. of those due to Class II Movement 
accidents. Fatalities were 83, 15 less than in 1942, but they 
compare badly with the two 5-year periods, 1935-1939 and 1930- 
1934, 66 and 68 respectively. In only six cases was reduced 
lighting thought to have contributed. 

The report points out that although safety depends primarily 
on the persons walking or working on the track, exercising 
sufficient care, a measure wf responsibility rests on footplate 
staff, and instances of three cases are given where men were run 
down during wrong line or single-line working, the drivers con- 
cerned having failed to use proper care and to comply with 
the rule regarding special ‘‘ pop’’ whistling in such conditions. 
‘‘ The sounding of the whistle in this distinctive manner,’’ says 
the report, ‘‘ has proved to be an effective means of advising 
and reminding men that something exceptional is happening. 
The importance of using it freely on such occasions, as an 
essential safeguard . cannot be stressed too strongly. The 
omission to do so resulted in the deaths of six men during 1943.”’ 

Shunting accidents resulted in 56 fatalities including one 
woman, compared with 55 in 1942, 58 in 1941, and 60 in 1940; 





Particulars Year 1942 Year 1943 





aoa 258 113 
| (serious damage only) | (serious damage only) 


I. 
291 
467 


(seriously 
only) 
(seriouSly 
only) 


Totals 


Passenger journeys originating excluding free conveyance (millions) 


401-3 416-2 443-3 | Railway companies 
5 2 a 


680,197 603,621 592,741 | Companies servants employ 


112-6 114-3 


26-8 


122-6 | Shunting mileage (millions) 


29-0 29-4 mile: 


0-9 0-7 0-7 Killed... 
18 17 18 Injured 


| Passenger and freight train mileage (millions) :— 


| Light engine mileage (millions) ... 


ed (March) 


All casualties per million train miles :— 


2-1 


(seriously only) | (seriously only) 





* Figures for 1939, the latest published 


during blackout unless the track is closed to traffic. There were 
67 accidents, compared with the exceptionally low figure of 59 
in 1942; casualties amounted to 69. One woman was killed, as 
against 3 injured in 1942. 

Lack of personal care is given as the cause of the majority 
of these casualties, representing 71 per cent. of the total, and 
it is considered that 21 of them would have been avoided had 
the staff complied with Rule 234 (a), which directs that, on 
becoming aware of the approach of a train, men must stand 
clear of all tracks, unless they can distinctly see that they are 
in no danger from another train approaching them unobserved. 
This rule, which is read to the staff at regular intervals, was 
made the subject of a pictorial poster, displayed in platelayers’ 
cabins. In five instances men mistook the route of an approach- 
ing train, and three men and a woman moved back on to a 
track impulsively, at the last minute. In some instances indi- 
viduals were taken unawares, but after a review of the circum- 
stances it was considered that a look-out man was unnecessary 
and reasonable care would have avoided the accidents. 

It is difficult,’’ says the report, ‘‘ to suggest any new means 
to foster alertness, in order to counteract momentary thought- 
and disobedience to safety rules, which are largely 
Tesponsible for these accidents. For many years the more impor- 
tant rules have been regularly read out to those concerned, and 
every opportunity has been taken at inquiries to impress upon 
the staff the necessity for personal care. Much, however, can 
still be done by inspectors and gangers, by means of advice and, 
above all, by example. The dissemination of information regard- 
ing the circumstances which have led up to accidents is a further 
step which, as yet, has not been fully developed, and the possi- 
bility of further extending the use of posters to illustrate the 
hazards involved should be explored.’ 


lessness 


the figures compare badly, however, with those for the 5-year 
periods 1935-1939 and 1930-1934, 39 and 42 respectively. 
Inquiries were held into all but three of the fatal and into 33 
of the non-fatal cases. Of the total casualties’ 56 killed and 235 
seriously injured, 99 occurred during the hours of black-out, and 
it was considered that restricted lighting contributed to at least 
45 cases, including 11 of the 56 fatalities. Eleven women em- 
ployees were killed and 9 seriously injured in movement acci- 
dents. Formal inquiries were held into all the fatalities, and in 
all but one case want of care was found to be the cause. 

We reproduce the customary table covering all movement 
on vail with our usual comparative columns. The liability to 
casualty to passengers was 1 killed in some 440 millions carried 
and 1 seriously injured in 295 millions. | Passenger and freight 
train mileage worked out at about 77 millions per fatality to a 
servant and 48 millions per serious injury. The rise and fall in 
the annual averages of deaths in train accidents since the last 
war is given by the following figures :— 

1920-1924 os on ae 1940 

1925-1929 

1930-1934 eee one ose 

1935-1939 eee eee 1943 ses ose is, 

Sir Alan expresses disappointment ‘‘ that the improvements 
in lighting of trains, platforms, marshalling yards, locomotive 
depots, etc., has not had greater effect on the incidence of 
accidents to passengers and railway servants, and it is neces- 
sary to continue to rely mainly on propaganda for impressing 
on everyone the need for exercising more personal care. On 
the other hand, bearing in mind the extent of increases in 
traffic, the introduction of better lighting has undoubtedly 
benefited the situation, and still further improvements are 1n 
contemplation which, if they can be carried out, should increase 
both efficiency and safety of operation next winter.”’ 


38 | Annual 1941 


25 averages 
39) 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The Control of Industry 


London Midland & Scottish Railway, 
Watford, Herts. August 10 
To THE Epiror oF THE RatLway GAZETTE 

Sir,—The article I wrote in The Sunday Times of July 23, 
which ‘‘ East Anglian’’ commented on in The Railway Gazette 
of August 4, was directed to the general question, which Sir John 
Anderson had referred to, of the technique of management of 
industry whether privately-owned or publicly-owned. I ex- 
plained shortly the machinery of the Railways Act of 1921 on 
the question of efficiency and economy om management and how 
that machinery covered the tests of publicity and measurement. 
I can merely note that your correspondent dissents from my 
view that it is a machinery which may be capable of adaptation 
for more general application and that it is an example well worth 
studying. I was referring, of course, to the industries Sir John 
Anderson had in mind, whether owned by the central government 
(or its nominees), local authorities, or private individuals. 

I referred incidentally to the fact that the charging system of 
the Act of 1921 had not enabled the contemplated return to the 
railway shareholders to be achieved, and to that being due to 
the special disabilities of the railways in regard to charges. That 
is a separate matter and is distinct from the machinery of regu- 
lation with which I-was mainly concerned. Your correspondent 
wrote that many sections of the Act appear to have worked well 
but the system of charges was too artificial to stand up to the 
rough usage of everyday business. With that I agree, but would 
add that I can think of no business which is subject to like 
statutory handicaps: and that these handicaps are not confined 
to the svstem of charges under the scheme of the Act of 1921. 

Neither in the limited space of The Sunday Times nor in a 
letter to you could I deal fully with your correspondent’s state- 
ment that the Rates Tribunal dared not increase charges because 
of the competition of road carriers, and with his question as to 
how can the removal of restrictions on charging powers improve 
railway revenues. Shortly, the Rates Tribunal did increase 
charges generally, and successfully, by 5 per cent. in 1937; and 
the removal of the ‘‘ special disabilities ’’ would undoubtedly 
improve railway reyenues. These disabilities can be tested by 
the commercial people referred to by your correspondent if they 
will examine them and consider the position of their industries 
if thev were subject to like disabilities. 

Yours faithfully, 
WwW. V. WOOD, 


President of the Executive 


Narrow-Gauge 4-8-0 Locomotives for 
Sierra Leone 


The Superheater Co. Ltd., 
St. Margarets Road, 
Bowdon, Altrincham, 
Cheshire. August 1 
To THE EpiITor or THE Railway GAZETTE 

Sir,—A statement occurs in the above article which appeared 
in your July 28 issue that “‘ superheating has been tried on a 
few existing Sierra Leone engines, with the same wheel arrange- 
ment, but the benefits it confers in such conditions are so small 
as scarcely to justify its extended use.’’ 

[he writer cannot understand why wheel arrangement should 
.ffect the benefits conferred by superheating. Numerous _ loco- 
motives having a 5-ton maximum axle load on 2-ft. 6-in. gauge 
are equipped with superheaters and considerable economy 
obtained thereby 

Yours faithfully, 
ERIC A. ROBINSON 
Managing Director 

[The phrase, with the same wheel arrangement,’’ was 
parenthetical and merely descriptive of the locomotives.—ED. 
RG 1 


Railway Electrification Pros and Cons 


20, Yewstock Crescent East, 
Chippenham, Wilts. August 12 
To THE EpItoR oF THE RaILWway GAZETTE 
Sir,—I was very interested to read your editorial article in 
your July 21 issue on the ‘‘ Pros and Cons of Electrification.’’ 
If I may say so, I thought it was a particularly lucid exposition 
of the case, and although it has been criticised on the grounds 
that it does not get us any further, that was surely not your 
aim. There is a lot of glib talk, by those who do not fully 
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understand the problems involved, about the need for, and the 
advantages of, electrification. ‘‘ East Anglian’s’’ contradiction, 
in his letter published in your issue of August 11, of your state. 
ment that speed would not be greatly increased is a case ip 
point. There can be. no general acceleration of heavy freight 
train services in this country, either with steam or electric 
haulage, until the majority of wagons are fitted with continuous 
brakes. 

There is only one very small point that I would query, and 
that is on the riding of electric stock. Experience with the 
diesel-electric express locomotives in America has shown them 
to be hard on the road, due to the low centre of gravity, and 
this effect naturally reacts on the track alignment, and so also 
upon the riding of the passenger coaches. It would be very 
interesting to have the views of experienced American travellers, 
on the relative smoothness of the riding on the electrified and 
non-electrified sections of the Pennsylvania RR. In this country 
the multiple-unit express trains of the Southern do not compare 
very favourably with steam-hauled trains, though in the case 
outlined in your leader the writer doubtless had in view haulage 
by electric locomotives. 























Yours faithfully, 
O. S. NOCK 


New Traffic Control, L.N.E.R. 


London. August 14 
To THE Epitor or THE RalLway GAZETTE 

Sir,—The article on page 134 of your August 11 issue gives 
a clear account of the telephone apparatus installed in this 
control, but many readers would, I feel sure, like to have a 
description of the methods which the operating staff will adopt. 
The G.N. of S. section differs from most ‘‘ control ’’ districts in 
having a large mileage of single track and will therefore have 
special working difficulties. 

One gathers from the article in the same number on 
‘“ American Railway Freight Progress’’ that central traffic 
control might possibly have been installed with advantage. Can 
you say whether C.T.C. has been seriously considered by the 
British railways? 
























Yours faithfully, 






INITIATOR 






Phenolic Plastics for Journal Bearings 


British Timken Limited, 
Cheston Road, Aston, Birmingham; 7, August 8 
To THE EpiTor oF THE RaILway GAZETTE 

Sir,—I have read with considerable interest the article on the 
above subject and the leader published in your issue of July 21. 
It appears from the article that the use of this material is hardly 
likely to be an immediate development in view of the limitations 
arising from its poor heat conductivity. Until this characteristic 
has been overcome, its use in railway axleboxes will inevitably 
require considerable complications in pipe lines and cooling equip- 
ment for the water required for lubrication of the bearing, apart 
from any other consideration. 

Furthermorze, it is my experience that the tendency to supplant 
the “‘ friction ’’ bearing by other types is due to a large extent 
to troubles which arise from the method of withstanding thrust 
loading, particularly in the case of bearings on locomotive lead- 
ing bogies, trailing trucks and tenders, and on multiple-unit elec- 
trict stock and railcars. 

A cause of trouble with the plain bearing on driving axles is 
the difficulty of carrying radial loads when the plane of applica- 
tion is nearing the horizontal, as in the case of the 0-6-0 type 
locomotive mentioned by Mr. Cox in the paper on locomotive 
axleboxes which he read recently before the Institution of Loco- 
motive Engineers. 

From the foregoing it is logical to conclude that these prob- 
lems are more hopeful of solution by the application of a bear- 
ing which by virtue of its design, is able to withstand radial loads 
in any plane around the journal and which carries thrust loads 
on rolling elements rather than on the thrust collar of the con 
ventional plain bearing type. 








































Yours faithfully, 
J. E. SPEAR, A.M.I.E.E., M.I.LOCO.E. 















Croat STATE TRAVEL Bureau.—In accordance with an agree 
ment between the Croatian State Railways and Croatiaput, the 
State-owned tourist bureau, the latter receives the following 
commissions on the sale of tickets available on the State Rail- 
ways: 34 per cent. for ordinary (cardboard) tickets for inland 
journeys; 5 per cent. for coupon tickets for inland journeys; and 
74 per cent. for coupon tickets for journeys abroad. Croatiaput 
has its headquarters at Zagreb and maintains branches at Osijek 
and Zemun. Its only foreign branch is in Berlin. 
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Publications Received 


The Steam Locomotive : Its Theory, 
Operation, and Economics ; Including 
Comparisons with Diesel- Electric Loco- 
motives. By Ralph P. Johnson. Second 
Edition. New York, U.S.A.: Simmons 
Boardman Publishing Corporation, 30, 
Church Street. 94 in. x 6 in. x 1 in. 
563 pp Folding Plates. Illustrated. 
Price $5 net.—The first edition of this 
volume was published in 1942 and was 
reviewed at some length in our issue of 
December 18 & 25 of that year (page 600). 
That a second edition of this book has 
been called for after twelve months shows 
that it has been generally acceptable to 
locomotive engineers. It is, of course, 
entirely American in outlook and content, 
and is therefore of most value in its own 
country, or in those whose operating 
conditions approximate to the American. 
To British engineers, apart from the 
illuminating sidelights it gives on con- 
ditions in the U.S.A.,, it offers many useful 
data set down in compact form which 
hitherto have not been gathered into one 
volume, and, subject to a certain degree of 
translation from American values and 
idiom, it can be found useful in design and 
motive power offices here. 

rhe book is entirely concerned with 
basic considerations, and does not cover 
detail design to any extent. One of its 
main attractions is its up-to-dateness and 
the data on which the latest steam engine 
designs are founded are clearly set out; 
these designs are of universal interest 
because of their enormous sustained power 
output and ability to run high annual 
mileages. 

The formule for boiler and cylinder 
performance, for hosre-power, and _ for 
running resistance are all empirical and 
have been clearly derived to express in 
relatively simple form the results of the 
very considerable volume of locomotive 
testing which has been carried out in the 
U.S.A. in recent years, in both stationary 
and road tests. It is clear that by careful 
use of these formule, locomotives can 
be designed to assure good results with 
reasonable economy. The main criticism 
which can be made of this section is that 
it lines up only with the average American 
locomotive performance of today and does 
not, except in most general terms, point 
the way to further advance. 

rhe most significant portent which has 
appeared on the American locomotive 
scene in recent years has been the per- 
formance on test of the Pennsylvania 
4-6-2 locomotive as modified with poppet 

ilves, separate inlet and exhaust events, 
improved ports and passages, and high 
superheat, in other words the application 
in principle of Chapelon’s work so far as it 
can be applied to simple expansion. The 
improvement in power output and economy 
obtained by these means on a class of 
engine previously thought to represent its 
country’s best practice, indicates that the 
standard type has still far to go. No 
direct reference is made in the book either 

Chapelon’s work or the particular loco- 
motive and tests in question, and the new 
chapter on ‘‘Steam Utilisation” deals 
very cursorily with a most important 
subject. 

[he chapter on counterbalancing is a 
record of difficulties which are largely 
self-inflicted, because of the American’s 
long-standing dislike of using full dynamic 
balancing on locomotives. To British eyes 
there seems no problem at all where medium 
and large coupled wheels are concerned. 
In some of the small wheel designs there 
has been a genuine difficulty in arranging 
sufficient balance weight within the wheel 
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centres, and all kinds of peculiar and 
arbitrary ratios as between revolving and 
reciprocating balance in the different 
coupled wheels have been resorted to. In 
view of the great length and weight of 
most modern American locomotives, it is 
not clear, however, why any reciprocating 
balance is required at all, and no data are 
offered as to the magnitude and nature of 
the longitudinal disturbances against which 
the reciprocating balance is provided. An 
unfortunate omission is any reference to 
the riding of the engines considered as 
vehicles, and it would have been of value 
to obtain the author’s experience of limit- 
ing values for flange forces and the different 
methods and values of side control on 
trucks, and in special cases on laterally- 
controlled coupled axles, in order to keep 
the flange forces within permissible limits. 

A good deal of space is devoted to vari- 
able-speed locomotive testing on the road, 
both with and without dynamometer car, 
but in view of the indebtedness of many of 
the data in the earlier part of the book to 
stationary test plants, some critical account 
of the latter seems called for. 

The new chapters on weight distribution 
and braking are of more interest to our 
Dominion administrations than they are 
here,the former because weight compensation 
is not usually found necessary on the quality 
of road-bed common in this country, and 
the latter because it deals entirely with the 
Westinghouse brake now seldom found on 
our steam locomotives. 

Some interesting chapters on high-speed 
trains in all their aspects are followed by a 
comparison between steam and_ diesel 
motive power. This comparison, so far as 
shunting locomotives are concerned, sets 
out the issue very fairly. It seems clear 
that in many applications on the other 
side, two men have to be carried on these 
engines, but where the service is sufficiently 
intensive a definite, if small, saving over 
the best steam practice is indicated even 
in these circumstances. In the com- 
parison between high-speed main-line loco- 
motives, on the other hand, the author 
allows himself a certain amount of bias 
towards steam, in that he does not allow 
the diesel credit for ability to attain lower 
costs per mile under carefully chosen con- 
ditions made possible by its capacity for 
almost continuous availability, when regard 
is had to the possibility of doing minor 
repairs en route, of changing complete com- 
ponents in the-turn-round time, and the 
absence of need for frequent refuelling, fire 
cleaning, and boiler washing. The choice 
between the two rivals in this field would 
seem to depend primarily on the kind of 
daily roster which the operating side can 
offer, and the comparative example quoted 
in the book of a service having 15 hours idle 
time out of every 24 is not very well chosen ; 
rather naturally in such circumstances it is 
the steam engine which shows the lowest 
all-in cost per mile. 

Finally, it is the last three chapters in the 
book which are the most debatable. They 
attempt a financial justification for the 
establishment of a short economic life for 
locomotives, based mainly on the conten- 
tion that true cost of repairs increases 
steadily throughout the life of an engine, 
and that there is a point, usually somewhere 
between 10 and 20 years’ old according to 
power, cost, and annual mileage, beyond 
which repair costs become quite unecono- 
mic. 

The case put forward by the author repre- 
sents a particular aspect of the outlook of 
his own country, where in many fields it 
has been more the policy to scrap and renew 
than to repair and conserve. Demonstrable 
facts under American conditions have not 
necessarily the same validity here, particu- 
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larly in the province of economics, and 
readers will find the author’s viewpoint set 
out in considerable detail, against which 
they will be able to set their own experience, 
and make some very interesting compari- 
sons. 

The criticisms made above arise from the 
thought-provoking nature of the subject 
matter, and, whether one agrees or not with 
the author in some of his contentions, credit 
is due to him for covering a range which has 
not been attempted in any previous work, 
and nothing can detract from the ground- 
work of extremely useful data which is the 
foundation of the book. It should cer- 
tainly find a place on every locomotiveman’s 
bookshelf. E. S. C 


Universal Directory of Railway 
Officials and Railway Year Book, 1944- 
1945. London: The Directory Publishing 
Co. Ltd., 33, Tothill Street, Westminster, 
S.W.1. 8}in. x 5hin. 582 pp. Price 20s. 
net.—The first edition of the Universal 
Directory of Railway Officials was compiled 
from official sources by the late Mr. S. 
Richardson Blundstone, then Editor of The 
Railway Engineer, and issued in 1895. It 
has since been published regularly every 
year, and has thus now reached its Golden 
Jubilee, or fiftieth year of publication. The 
preface to the first edition expressed the 
belief that this was the first attempt that 
had been made to publish a directory of 
railway officials throughout the world, and, 
in fact, the intervening half century has 
failed to produce any similar work in the 
English language. In 1895 some 270 pages 
sufficed to cover the text, including an 
index to countries, an index to names of 
railways, and the comprehensive personal 
index of railway officials which is still a 
noteworthy feature of the volume. War 
conditions, with rigid paper control, have 
made it impossible to consider marking the 
Golden Jubilee by the inclusion of any 
substantial additional features, and the 
form of this year’s edition is generally 
similar to that of recent years. 

In 1919 control of The Railway Engineer 
passed to The Railway Gazette, and about 
the same period The Railway Magazine 
(with its annual publication, The Railway 
Year Book, established in 1898) also passed 
into the hands of the same proprietors. 
Since 1923 the Universal Directory of Rail- 
way Officials has been compiled from official 
sources under the direction of the Editor of 
The Railway Gazette. The Railway Year 
Book continued as a sister publication until 
1932, when it was decided that the interests 
of the railway industry would best be served 
by merging the best features of both annual 
publications, and avoiding’ overlapping. 
This was effected in 1933, when the com- 
bined title became the Universal Directory 
of Railway Officials and Railway Year Book. 

Despite the great diffculties of revision 
now war has spread to every continent-and 
to most countries, the response to this year’s 
questionnaire has been surprisingly good, 
and, accordingly, the present edition should 
prove at least as valuable as its predecessors 
in containing within the scope of fewer than 
600 carefully-condensed pages more com- 
prehensive lists of officers and particulars of 
railways throughout the world than can be 
obtained from any other publication in any 
language. 

WASTE PAPER AS AN AID TO VICTORY.— 
The need for salvage of every kind of 
waste paper is in no way diminished by 
the more favourable news from the fight- 
ing front. Waste paper enters into a, wide 
variety. of munitions of war, and _. indeed 
the need for salvage will remain long 
after victory has been achieved on the 
Continent. 
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The Scrap Heap 


hin "San" 

“Young men, every railwayman carries 
a Vice-President’s portfolio in his dinner 
basket,’’ was a favourite saying of Mr. 
Ashton Davies, who is retiring on August 31, 
after 54 years’ service. It was more than a 
“ saying ’—it was a conviction—for Mr. 
Ashton Davies himself started at the bottom 
of the ladder as a Telegraph Clerk on the 
Lancashire & Yorkshire Railway. Although 
he rose to be Vice-President of the London 
Midland & Scottish Railway, he never lost 
his bonhomie—nor his beloved Lancashire 
accent. 

‘“A.D.,”’ as he was affectionately known 
by thousands of railwaymen, was ever a 
worker, ever enterprising, ever on the look- 
out for opportunity. Now, Father Time, 
or shall we call him ‘“ A.D.” for short, 
has caught up with “ A.D.” Vice-President, 
and he leaves his post, still alert, still 
every inch a railwayman, to bask in the 
quieter atmosphere of St. Anne’s-on-Sea. 

* * * 

On the London & North Western they 
have discarded the use of the hot water feet- 
warmers, and adopted the German plan of 
warming the atmosphere in the passenger 
carriages.—From ‘“‘ The Railway News’”’ of 
December 28, 1872. 

* *« * 

2,918,000 Days Lost 1n DISPUTES 

In the first six months of this year 
industrial disputes caused a _ loss of 
2,918,000 working days, and 2,195,000 of 
the total were lost in the coalmining 
industry. There were no fewer than 695 
stoppages in coalmining. The number of 
workpeople involved in all the stoppages 
wag 601,100 and 452,400 of them were in 
coalmining. Some workpeople, chiefly in 
coalmining, were concerned in more than 
one stoppage and in the foregoing figures 
have been counted more than once. The 
net number of individuals concerned in 
coalmining stoppages was approximately 
330,000. In the rest of industry the net 
number of individuals concerned was 
150,000.—From ‘‘ The Times.”’ 


SCRAPPED ! 
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‘““ DISTANCE *’ SIGNALS IN 1861 
These signals are arms or discs on posts 
in advance of the stations or sidings, and 

are worked by wire from a distance. 
[N.B.—The term ‘‘in advafice’’ is 


- here used in the exactly opposite sense to 


that in which it is used on British rail- 
ways today. ‘‘In rear’’ would now be 
the term to employ above.—Ed. R.G.] 


They must be worked strictly in con- 
junction with station signals; that is to 
say, whenever a “‘ stop’ signal is shown 
at a station signal the distance signal 
must show ‘‘ stop’’ likewise. 

Drivers and guards are required to pull 
up their trains at the distance signals 
when at ‘‘ stop’’; having done so, they 
must, without a moment’s delay, move 
gently forward within the distance signal, 
as far as possible, for protection against 
following trains, and wait there a signal 
from the station signal to proceed; if the 
last carriage or waggon is not inside of 
the distance signal the guard must go 
back 800 yards with a hand signal. 

Note.—A fair stride to be considered 
equal to a yard. 

RED HEAD LIGHTS’ 

Every train, after sunset or in foggy 
weather, must carry four red lights; one 
in front of engine, one behind, and one on 
either side of last carriage. 

[‘‘ Each side ’’ is, of course, what is 
meant.—Ed. R.G.]} 


TREMULOUS WHISTLE 
The tremulous sound of the whistle is 
the signal for the guards to put on their 
breakes. 





STATION SIGNALS 

Immediately that a train or engine 
stops at a station the ‘‘danger’’ signal 
must be shown along the line on which it 
is standing, and must remain as long as 
the train is at the station, and until 10 
minutes after the train is gone, and then 
“caution ’’ signal must show for 10 
minutes more. 


JUNCTION SIGNALS 
At junctions the semaphore signals must 
always be kept at ‘‘ stop,’’ except when 
altered to ‘‘ caution ’’ for the passage of 
a train or engine. 





































The old beam steam pump shown above was installed at the Southern Raiiway’s 


Ashford Works in 1844. 


It has been in commission ever since, acting as relief 


pumping engine to supply water from the reservoir to the works premises. It is 


now being replaced by a more up-to-date machine 
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At the junctions there are no “all 
right ’’ signals, as it is necessary in pass 
ing them to go cautiously and slowly. 
The speed in passing a junction must never 
exceed five miles per hour. 

KEY SIGNALS FOR SWITCHES 

The signals consist of a white disc by 
day and a white light by night. 

These signals are used at all switches 
(without pointsmen) and are to be used in 
addition to the ordinary fastenings. 

When these signals are not shown the 
train must be stopped. 

(Extracts from the Rules & Regulation 
in force on the Belfast & Northern Counties 
Railway in 1861). 

* 


* * 
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bre, Sent 


«7 shall have to have to-morrow off. 
Mr. Boom—I’ve to answer a summons 
for being away yesterday” 

Reproduced by permission of the proprietors of “ Puncl 
* x * 

Recently a gathering of members of the 
Bond van Oud-Z.A.S.M.-Pioniers, or Ass- 
ciation of Former Employees of the 
Netherlands South African Railway Com 
pany, took place at the old Z.A.S.M. head- 
quarters, Pretoria. Mr. Eric Rosenthal 
writes in the South African Railways & 
Harbours Magazine : ‘‘ Nothing is, perhaps, 
more surprising about the Bond van Oud- 
Z.A.S.M.-Pioniers than the size of its 
membership, forty-two years after the 
Treaty of Vereeniging put an end to th 
activities of the old Dutch railway. More 
thari 200 of the veterans are still among the 
living and organised into a closely-knit body 
—the latest available figure is 261.” 

* * 
TAILPIECE 

(New York Central system is inviting the 
public to make suggestions for improving 
carriages) 

I’ll tell you what I think about 

The British railway coach, 
No matter what the management 

May say in mild reproach. 
Good lighting is a vital thing 

To travellers by night, 

The reader more especially, 

And those with feeble sight. 
The ventilation must be good 

Alike in cold and heat, 

A hassock is a welcome thing 

To those with tired feet. 

And those whose cry is ‘‘ Tickets, please ! ’’ 

Might take a hint from me, 

And act with firmness nicely blent 
With tact and courtesy. 
Let railway service be portrayed 
By art on roofs and floors, 
And lastly, let improvement come 
To railway carriage doors. 


* 








WwW. EE. N. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


NEW ZEALAND 


Speed Limits 
\ maximum speed limit of 50 m.p.h. 
is imposed throughout the New Zealand 
Government Railways and all track con- 
truction and maintenance work, and loco- 
motive and rolling stock design, are based 
on this figure. Somewhat higher speeds 
re often attained on favourable sections 
of line, with safety and comfort, and the 
desirability of raising the maximum speed 
limit on such sections to 60 or even 65 
m.p.h. is discussed from time to time. It 
is possible that, when conditions return to 
normal, a decision may be taken to relax 
the maximum speed limit in order to permit 

of the recovery of lost time. 


WESTERN AUSTRALIA 


Professional Officers’ Award 


\n award covering the members of the 
Association of Railway Professional Officers 
was issued by the Commonwealth Arbitra- 
tion Court on March 29, 1944." Under this 
award the general conditions of employ- 
ment are unaltered, but increases in the 
salary schedule varying from {5 to £65, 
together with a war supplement of £8, a 
year has been granted. The cost to the 
Railways Department of the increases is 
estimated at £1,860 a year. 


Financial Results 

The report of the Commissioner of Rail- 
ways, Western Australia, for the quarter 
ended March 31, 1944, indicates a loss for 
the three months of £52,253, compared with 
a profit of £52,989 for the corresponding 
quarter of 1943. For the year to that date 
there has been a loss of £295,604, compared 
with a profit of £51,238 at March 31, 1943, 
and with a loss of £18,354 for the corre- 
sponding period of 1941-42. Comparing 
he quarters ended March 31, 1944, and 
1943, respectively, earnings totalled 
£1,114,400, a decline of £108,600; and 
working expenses amounted to £907,353, 
a reduction of £5,258. The Commissioner 
states that in ‘existing conditions it is 
impossible to reduce expenditure in propor- 
tion to a reduction in earnings. Earnings 
from coaching traffic for the quarter ended 
March 31 last were slightly lower than for 
the same period of 1943, although an 
increase has been maintained for the year 
to date over recent years. Goods earnings 
were lower; less timber, wheat, and 
general goods were handled, but livestock 
earnings for the quarter were better by 
approximately £5,000. 

Comparing the principal variations in 
expenditure between the two quarters, 
there were increases of £4,525 in super- 
annuation payments, £2,011 in payroll 
tax, £3,482 in salaries, and £4,696 in cost 

leepers and rails for maintenance pur- 
poses; there were decreases of £6,025 in 
wages, £13,544 in war damage insurance, 
£5,774 -in rolling-stock repairs. In- 
creases in practically every form of railway 
expenditure, particularly on fuel, materials 
and pay, are having a deleterious effect on 
railway finances and account for the appa- 
rent retrogression in the results. There 
has been no corresponding increase in 
rates and fares to counterbalance the 
increased costs. 

Che operating ratio was 81-42 per cent. 
for the quarter ended March 31, and 
85-53 per cent. for the nine months to 
the same date, compared with 74-62 per 


cent. and 75-5 per cent., respectively, for 
the previous year. 

Train-mileage was 1,531,641 for the 
quarter, and 4,590,376 for the nine months, 
compared with 1,681,014 and 4,897,037 for 
the corresponding periods of 1942-43. The 
percentage return on loan capital, excluding 
interest, was 3-17 for the quarter, and 
2-46 for the nine months, ended March 31, 


1944, 
UNITED STATES 


Rail Wheel-Burns Cause Derailment 

The report of the Interstate Commerce 
Commission on the derailment which 
occurred on October 17 last at Bellbluff, 
Virginia, of part of the first section of 
train No. 76 of the Atlantic Coast Line 
Railroad shows that a broken rail was 
responsible, but that the defect which 
caused the breakage was not, as in so 
many previous derailments, a transverse 
fissure. The train, which consisted of a 
steam locomotive and 13 vehicles, was 
travelling north at 65 to 70 m.p.h. when 
the rear bogie of the eighth coach and the 
five vehicles behind it were derailed and 
badly damaged, killing one passenger and 
injuring eight others. The rail which 
caused the dérailment was found broken 
at seven places into 13 pieces, and on the 
running surface there were found the marks 
of a series of wheel-burns. It is considered 
that five of the breaks were caused by the 
derailed vehicles, but that the actual derail- 
ment occurred as the result of the rail 
being broken through at the first and third 
breaks before the approach of the express. 
At every point where the rail had broken, 
there were wheel-burns on the surface; 
from these there were fine cracks extending 
transversely into the head, some of which 
were from 1} to 1% in. deep. 


Interruption of Track Circuit 


The section of line concerned is auto- 
matically signalled, and the previous train 
over it—a northbound freight of 69 bogie 
wagons and a brake van—had been stopped 
by the signal governing the section con- 
cerned, and then had proceeded, under 
“‘ stop-and-proceed ’”’ rules, to the next 
signal at low speed without finding any 
obstruction ; in consequence of this unusual 
happening, the driver had reported the 
stoppage to the operator at the first open 
office which he had passed subsequently, 
and the operator had notified the man in 
charge of maintenance; but before the 
latter had been able to conduct any inspec- 
tion the accident took place. It is now 
considered probable that the stoppage of 
the freight train indicated that the rail 
was already broken before that train 
passed over it, and that the interruption 
of the track circuit caused the signal to 
display a danger indication. At the 
8 m.p.h. speed at which the freight train 
passed over the affected rail, the broken 
portion held, but the battering of the broken 
ends brought them into contact sufficiently 
for the electric current to pass, so that the 
express received a “ clear ’’ indication. 

A Sperry detector car had been operated 
over the rail concerned only ten days before 
the accident, and the roadmaster had 
inspected the rail with the section foreman, 
as is customary with all rails *showing 
wheel-burns; but neither the Sperry 
detection nor the personal inspection had 
revealed adequate cause for the removal 
of the rail from the track. 

In one year, from September, 1942, to 
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August, 1943, the Atlantic Coast Line 
removed in all 1,278 defective rails from its 
tracks, 135 in consequence of wheel-burns. 
(See editorial note, page 150). 


SWITZERLAND 


Goods Wagon Position 


In the years immediately preceding the 
war the Swiss Federal Railways had been 
compelled, from motives of economy, to 
restrict the purchase of goods rolling stock 
to a minimum. Between 1933 and 1938 
the average yearly addition was only 100 
wagons; but since 1939 the figure has 
risen to about 500. In spite of serious 
difficulties caused by shortage of materials, 
about 2,300 wagons have been obtained, 
at a cost of more than fr. 20,000,000, 
making the total number over 18,000. As 
the new wagons are.of greater capacity 
than the older types, the aggregate’ load- 
ing capacity has been increased by about 
20 per cent. to some 270,000 tonnes; but 
the stock is still insufficient to meet the 
demands of industry and other require- 
ments. 

Considerable difficulty is created by the 
fact that Switzerland at present is com- 
pelled to send numbers of wagons out of 
the country to fetch the foodstuffs and 
raw materials which it is obliged to im- 
port. Home traffic has grown, in conse- 
quence of increased agricultural activity 
and of the demands of the military 
authorities, who sometimes require a large 
number of wagons to be placed at their 
disposal; but the absence of foreign 
vehicles, which used in peacetime to bring 
in many of the imports, has reduced the 
load capacity available at home by some 
15 per cent. 

By limiting loading and unloading 
times and by other measures, the railways 
have increased the effective carrying time 
of the stock and therefore, in effect, the 
actual capacity. Special efforts have been 
made to speed up maintenance; and the 
number of wagons dealt with a year in 
the railway shops increased from 16,000 in 
1939 to 22,000 in 1943. Maintenance 
costs rose about 50 per cent. over the 
same period. 


Jungfrau Railway Improvements 

The lower end of the Jungfrau Railway 
Tunnel has been extended some 82 ft. 
nearer to the Ejigergletscher Station, to 
afford better protection to the track, which 
is exposed at this point to avalanches 
descending from the Rotstock. This lessen- 
ing of the distance between the tunnel 
mouth and the station, which formerly was 
about 650 ft., has much increased the safety 
of working during ‘winter months. The 
tunnel represents one of the best-known 
civil-engineering works in Switzerland. The 
Eigergletscher Station is situated at an 
altitude of just over 7,600 ft., and the 
tunnel, originally 4-4 miles long, leads up 
to the Jungfraujoch Station, situated at 
11,339 ft. above sea level. 

To allow a greater number of trains to be 
worked up-grade simultaneously, a second 
feeder cable has been provided from 
Alpiglen, on the Grindelwald-Scheidegg line, 
to the Eigergletscher Station, so that power 
can be fed from Alpiglen and from Wengen 
on the Scheidegg-Lauterbrunnen line. Pre- 
viously not more than four or five trains 
could be worked up-grade at one time, and 
in the tourist seasons this often resulted in 
crowds of passengers being kept waiting at 
the lower terminus at Scheidegg. The new 
arrangement has increased the carrying 
capacity, not only of the Jungfrau line 
itself, but also of the Wengenalp Railway, 
which is under the same management. 
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Electric Traction Section 


® * i. : the International Sleeping Car Company. 
New Lightweight Stock, Swiss Federal Railways a. Ue ates cas cas sek Oe ee 
: é ° . sengers, in two compartments. Lateral 
Dining cars and composite coaches for the fast light electric ¢cntrance-is effected through a vestibule at 
; . ° one end of the vehicle only; there are two 
trains introduced in 1937 service doors (opening inwards) at the 
other end, adjoining the kitchen. The 
last-mentioned is electrically worked and 
uses approximately 35 kW; during running 
periods, current is provided from the loco- 
motive through the heating-eircuit cables, 
but during stoppages and _ shunting 
periods it is taken directly from the 
overhead contact line by a standard-type 
pantograph. 

The very compact kitchen equipment 
includes a four-plate stove with two ovens; 
grill; plate-heater; 70-litre boiler; and cold 
cupboard with-capacity for some 660 
bottles in addition to food supplies. Two 
water tanks of 400 litres total capacity are 
fitted in the roof. The length of each 
vehicle is 70 ft. 3 in. over body, and 74 ft. 
6 in. over buffers. 

Current is taken from the locomotive at 
1,000 V, and is transformed down to 
220 V; but it is taken through the pant: 





S was recorded briefly in our issue of 
July 21 last, the Swiss Federal Rail- 

ways placed in service last May the first 
of six lightweight dining cars, ordered 
from the Schlieren Carriage Works, to 
provide adequate restaurant facilities on 
the fast lightweight electric trains which 
operate between the principal cities on the 
Geneva-Lausanne-Berne-Ziirich, Geneva- 
Lausanne-Neuchatel-Basle, and Basle 
Lucerne-Lugano-Chiasso routes. Since the 
introduction in 1937 of the first train of 
lightweight coaches for the Ziirich-Geneva 
service, stock of this type has _ been 
added to the extent of about 
100 vehicles These comprise second Pad 
class, third class, and composite f F : = a _ 
coaches; luggage vans; and_ buffet . i | im ant 
cars; the last-mentioned’ are of very 
limited capacity for refreshment purposes, 
however, for they also contain two ordin 
ary passenger compartments. 

Due to welded tubular construction and 
the extensive use of aluminium for 

econdary parts, as in easlier vehicles of 
similar type, the tare weight of each of 
the new dining cars is only 33 tonnes, 
compared with the 48 tonnes of the latest 
model of the Swiss Dining Car Company, ’ , : . 
and with the 57 tonnes of the latest car of Interior of new lightweight dining car, Swiss Federal Railways 
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New lightweight dining car and composite coach, Swiss Federal Railways 
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graph at 15,000 V, and passed through 
another transformer for reduction to 
990 V. Heating and lighting are pro- 
vided for by an axle-driven dynamo; but 
these can be supplied with current, when 
necessary, through the pantograph; the 
last-mentioned is provided with an elec- 
trically-operated governor, which auto- 
matically lowers the pantograph out of 
contact as soon as the train speed reaches 
or excecds 40 km.p.h. (25 m.p.h.). 

Che dining cars are the property of the 
Federal Railways, but will be serviced by 
the Swiss Dining Car Company, as are the 
buffet cars. 


THE RAILWAY GAZETTE 


Electric Traction Section 


The first of eight composite first and 
second class coaches, ordered from the 
Swiss Industrial Company, Neuhausen, 
also for service with the lightweight ex- 
presses, has been placed in operation, on 
the Basle-Chiasso route. These composite 
vehicles represent the result of a decision 
to provide lightweight stock for inter- 
national services, in view of expected 
post-war requirements. 

The tare weight is 28 tonnes, or only 
670 kg. a seated passenger. Although the 
compartment and side-corridor principle is 
used, the entrance vestibules are not at 
the ends but at about one-third coach- 
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length (as may be seen in the accompany- 
ing illustration); this practice is in accord- 
ance with that adopted in connection with 
previous lightweight stock. There are two 
first class and five second class compart- 
ments, which seat six passengers’ each. 
The upholstery is, as usual, red for first, 
and grey for second, class. The seat-backs 
can be lifted to provide sleeping-berths 
if required. 

The new stock is equipped with the 
Westinghouse double-acting brake adapted 
for high speeds (‘‘R’’ brake), and with 
electric heating (at 1,000 V) and lighting 
(36 V). 











The Origin of the Multiple-Unit System 


The first multiple-unit electric train was constructed by 
F. J. Sprague in 1897 


THE first proposals for electric haulage 

on tailways were based, as was 
natural, on the principles employed under 
steam working, and involved locomotives 
being placed at the heads of trains. From 
about 1885 electric locomotives were em- 
ployed successfully in regular service, and 
in due course complete systems were 
worked by them in this country (for 
example, the City “& South London in 
1890 and the Central London in 1900) 
and elsewhere. During the same period 
the single electric passenger vehicle, in 
the form of the tramcar, was developed 
to a satisfactory degree, not without 
considerable loss of money in  experi- 
mental forms of motor, motor suspension, 
ind gearing. 

For railway service, the only alterna- 
tive to the locomotive was, = at 
first, what may be termed the _ loco- 
motive-car system, in which motors 
were applied to a passenger’ car 
which was employed to draw others, and 
made use, to that extent, of the weight 
of passengers to increase adhesion. By 
coupling two such vehicles, or placing one 
at each end of a train of non-motored 
coaches, as on the Waterloo & City Rail- 
way, and by carrying the power connec- 
tions through, direct control from either 
end was made possible, but the train 
had to work as one service unit, on the 
old close-coupled principle. This sys- 
tem was successfully used on several 
lines; it continued for many years and is 
still met. pay 

While conducting experiments with 
locomotive-cars in the late 80s, in the 
U.S.A., F. J. Sprague, who died only a 
few years ago, came to the conclusion 
that electric traction would never offer its 
full advantages in heavy traffic on local 
or city lines unless the locomotive-car 
system were taken a stage further and 
the make-up of-trains made flexible. 

In 1897 the South Side Elevated Rail- 
road in Chicago, which had fallen into 
receivership, decided to electrify its lines 
and called Sprague into consultation. 
The position of the line, and the competi- 
tion from electric and cable tramways and 
other railways, rendered it essential to ob- 
tain highaverage speed and, consequently, 
rapid acceleration. Sprague argued that 
the problem was how to obtain maximum 
adhesive weight and be sure that a long 
train could be operated on the same 
schedule as a short one. The ideal would 
be to have 100 per cent. weight on the 
driving wheels, which would mean motor- 
ing every axle in a train, and providing 
means of enabling vehicles to be coupled 


up in any order and number yet retaining 
the facility, of being able to control them 
all from the front of the leading car. 
Sprague, in association with the Chicago 
firm of consulting engineers, Sargent & 
Lundy, undertook the electrification con- 
tract under somewhat onerous terms. The 
steam service, which was operated by 
28-ton 4-coupled Baldwin compound 
locomotives, was to be maintained, and 
the transition made with no loss of 
facilities. ; 

It was laid down that there should be 
‘‘ simultaneous control of two or more 
independently-equipped motor cars, to 
start, accelerate, operate at any speed up 
to their maximum, slow down and apply 
automatic brakes, all with practically 
uniform effect in each and every motor 
car... A single motor car or any number 
connected together in a train were to be 
able to maintain a schedule speed between 
existing termini of 15 m.p.h., with aver- 
age stops not exceeding 10 sec.; for 
existing station spacing, and to be able 
to ascend a 1 in 50 gradient at more 
than schedule speed.’’ The contractors 
had to equip 120 vehicles, and to have 
six ready for test by July 15, 1897. A 
train of six cars, in fact, was run for 
demonstration about 10 days later than 
that, and in November, 1897, a five-car 
train was tried over the Metropolitan 
Elevated line in Chicago. Not until 
April 15, 1898, were any cars run on the 
South Side line itself, but by July the 
steam service had disappeared. 

At first all vehicles were motor cars 
(strictly speaking, the true multiple-unit 
system, in Sprague’s original view), but 
some ‘‘train line’’ (trailer) cars were 
later provided, the arrangement generally 
adopted since, although a few electrified 
lines are today worked entirely with motor 
cars—for example the Pennsylvania sub- 
urban system in Philadelphia. Sprague, 
however, did not motor every axle, but 
provided one two-motor bogie on each 
motor car, for which the General Elec- 
tric Company of the U.S.A. supplied the 
material. 

The layout of the line and shunting 
arrangements were such as to demand 
maximum flexibility, and master con- 
trollers were provided at each end of 
every motor car, with the folding door 
enclosure apparatus much seen in this 
country for some time. The main con- 
troller in each car was mounted under 
the roof canopy and was actuated by a 
small pilot motor, with provision for 
producing at will a step by step, inter- 
rupted or periodic forward movement 


and a continuous or interrupted return 
movement, 

Sprague provided for automatic accele- 
ration and, in his own words, arranged 
for the driver to ‘‘ go to the series or to 
the multiple (parallel) position ... and 
the controller, instead of responding 
instantly, responds progressively, and the 
pilot is limited in its movements by incre- 
ment of the main current to or above any 
definite amount. The ‘throttle’ is -set 
just short of the skidding point of the 
wheels on normal track, allowing 15 per 
cent. adhesion, and limits the current 
input to that which is required by the 
determined rate of acceleration.’’ The 
master control circuits were energised at 
line voltage. According to Sprague, this 
equipment exceeded all expectations and 
led to a revival of the fortunes of the 
line. In general it embodied all the 
operating features which since have be- 
come common in rapid-transit services, 
in the realisation of which many designs 
of apparatus have been produced, some 
purely electrical, some electro-pneumatic, 
and others electro-mechanical. 








TRACTION ON THE MARTIGNY-ORSIE RES 
RatLway.—The Martigny-Orsiéres  Rail- 
way, which runs from Martigny Station, 
on the Swiss Federal Railways main line 
from Lausanne to Brigue and the Simplon 
Tunnel, through Martigny-Bourg, Bovernier 
and Sembrancher to Orsiéres, a distance of 
a little over 19 km. (12 miles), and is of 
standard gauge, placed in service last May 
a new railcar, able to develop a higher 
speed on less power consumption than the 
type previously used. This railway, which 
was opened in 1910, had been planned 
originally as a high-voltage d.c. line; but 
eventually the single-phase a.c. system, at 
8,000 V, 15 cycles, was adopted, and motor 
coaches equipped with Deri-type repulsion 
motors, hauling ordinary trailers without 
multiple-unit control, were used. The 
electrical equipment was supplied by Brown 
Boveri, Baden, and the other parts of the 
rolling stock by the Schlieren Carriage 
Works. The control of the motors was 
effected in an interesting and simple 
manner which worked well in service ; but, 
as it was not so well suited to general 
traction work as other systems, it did not 
become popular. The French Midi single- 
phase electrification had some locomotives 
fitted with it. The speed and direction of 
running were controlled entirely by shifting 
the motor armature brushes by mechanical 
gear, coupled up to each driving cab; the 
field windings were connected directly to 
the secondary of the main transformer, 
without any other devices beyond the 
ordinary main switches. This system also 
was employed at the commencement of 
electrification on the Rhaetian Railway in 
Switzerland, 
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Welding in Modern Permanent Way Practice* 


THE RAILWAY GAZETTE 


. 


A survey of recent developments, with particular reference 
to the experience of London Transport 


FROM the very early days of railways, 

the application of welding processes 
to permanent way practice has proved an 
attractive problem for investigation by 
railway engineers, who have long recog- 
nised the weak feature in track construc- 
tion presented by the fish-plated rail 
joint. The opportunity afforded by im- 
provements in welding technique in recent 
years has been grasped readily by those 
responsible for permanent way mainten- 
ance in their search for improved methods 
tending towards the elimination in large 
measure of the fish-plated joint in, favour 
of long continuous lengths of rail welded 
together, and considerable experience is 
now available as a result of experiment 
both at home and abroad. 

The disadvantages of fish-plated joint are 
well known. The break in the continuity 
of the rail is the cause of much additional 
work in connection with the maintenance 
and tightening of bolts and plates, the 
frequent packing of the joint sleepers, 
and the considerable attention that has to 
be given to battered rail ends. Indeed, 
it may be said that a large proportion of 
ordinary track maintenance expenditure 
is attributable directly to this type of 
joint, which, because of its mechanical 
shortcomings, is responsible for much 
objectionable noise and the transmission 
of shock, with correspondent ill effect 
upon rolling stock. Although improve- 
ments in welding have been such as to 
realise more than the early engineers 
could have imagined possible, it is note- 
worthy that reactions to its possibilities 
have been somewhat conservative in this 
country hitherto; the longest length is 
probably an experimental stretch, not 
under traffic, of 1,260 ft. on the London 
& North Eastern Railway south of York, 
but lengths of 180 ft. are becoming fairly 
common under main-line conditions, and 
London Transport has installed a number 
of 300-ft. lengths in open situations. In 
none of these welded stretches has any 
trouble been experienced with undue 
expansion or buckling, the resistance of 
well-ballasted sleepers sufficing to support 
the compressive stress in the rails without 
appreciable movement except adjacent to 


fish-plated joints at each end of the 
length. 

TYPES OF WELDING IN USE 

Type Use 
1. Thermit ees 


bee deities 4 

y 3 Flast-butt—resistance f ®#!! porate. 

Re-surfacing of worn cross- 
ings, stock rails and 
switches, conductor rail 
joints, and to a limited 

extent running rail joints. 


3. Electricarce ... ey 
4. Oxy-acetylene se 


Thermit Joints 


The discovery of the thermit process is 
accredited to Dr. Hans Goldschmidt, the 
metallurgist, who produced molten steel 
at a temperature of 3,000° Centigrade 
from the complete reaction of an admix- 
ture of powdered aluminium and iron 
oxide, and its application to the welding 
of rails can be made either at the depot 
or in situ on the track. 

A few thermit-welded joints were 
installed on the Nord Railway (suburban 
line) near Paris as long ago as 1906. At 
a later date the railways abroad installed 





* A paper by Mr. P. Croom-Johnson, M.Inst.C.E., 
Chief Engineer (Civil), London Passenger Transport 
Board, prepared in connection with. the Diamond 


Jubilee of the Permanent Way Institution 


some thousands of thermit-welded rail 
joints, but it was not until early in 1934 
that the first conductor rail and running 
rail thermit-welded joints were installed 
on railways in.this country: Since then 
many current rail joints have been welded 
Without the development of defects within 
the writer’s knowledge, but some of the 
running rail joints that have been put in 
have had to be removed from service 
because of the development of cracks at 
the weld or dishing at the head of the 
rail brought about by variation in Brinell 
hardness between the parent rail metal 
and the rail’ metal affected by the 
welding. 

The rails to be welded are encased at 
the joint in a pre-cast sand mould over 
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investigated the various welding processes 
then in use, with particular references to 
the flash-butt system. The conclusions, 
reached after full examination of the data 
and experience furnished, were that this 
type of welded joint was the most effi- 
cient and the cheapest for installation on 
a large scale, and possessed many advan- 
tageous features from the point of view 
of noise reduction, riding comfort, and 
costs of maintenance. As a result of the 
investigation, it was decided to purchase 
two welding plants, one stationary and 
one mobile for outlying depots, and to 
date these two machines have welded, 
either for the main-line companies or 
London Transport, some 21,000 running 
rail joints and 8,600 conductor rail joints, 
of which it is estimated that 20,000 have 
been installed. The latest figures avail- 
able show that only 6 running rails and 
no conductor rails have had to be 
removed from service due to defect. 

A fully automatic welding machine, 
with a capacity of 320 kVA, and a maxi- 





Fig. 1—Thermit-welded rail joint of the butt type 


which is supported a cone-shaped crucible 
in which is placed the ‘‘ thermit’’ mix- 
ture. After the rail ends have been pre- 
heated to a red heat by a blow lamp, 
the special mixture in the crucible is 
ignited and when complete reaction is 
effected a tapping pin is withdrawn to 
allow of molten contents to gain access to 
the mould, thus melting the rail ends for 
a short distance on each side of the joint 
and effecting the weld by fusion. An 
alternative method provides for the inser- 
tion before the mould is placed in posi- 
tion, between the rail ends of a thin 
‘“ shim ’’ of Swedish iron shaped to the 
cross section of the head of the rail; 
special clamps are used for bringing the 
rail ends tightly against the shim. After 
the metal has been tapped from the 
crucible into the moulds these clamps are 
used to bring the rail ends together under 
further pressure to ensure fusion between 
rail ends and shim. In both fusion and 
shim welds the foot and web of the rail 
at the joint’ are surrounded by a collar 
of metal (Fig. 1). 


Flash-Butt Welded Joints 


Flash-butt welding consists in essentials 
in bringing in contact two pieces of metal 
to be welded, and passing a heavy cur- 
rent at low voltage through them, where- 
upon the resistance at the faces in con- 
tact to the flow of current heats them to 
forging heat. The forcing of the two 
faces together under heavy pressure then 
completes the weld. The application of 
the flash-butt process to the welding of 
rail joints was first introduced by the 
German State Railway about 1928, since 
when the process has been developed and 
its use extended to many of the railways 
on the Continent and also to this country, 
and many thousands of rail joints have 
been welded by this means. 

The writer visited many of the railway 
administrations abroad in 1986 and 


mum welding area of 10,000 sq. mm., is 
suitable for welding all sizes of running 
and current rails. The main principle of 
the operation is that the two rails to be 
welded are positioned horizontally and 
vertically, and each rail end is then 
clamped between a pair of heavy jaw 
blocks of copper alloy. One pair of 
blocks and the rail which they hold 
remain stationary during operations, and 
the other pair of blocks and the rail which 
they hold are free to move backwards and 
forwards horizontally in line with the 
longitudinal axis of the rail. The actual 
welding is carried out in three stages— 
pre-heating, flashings, and upsetting. 

(1) Pre-heating.—The required welding 
temperature is obtained by passing 
a heavy-amperage low-voltage current 
through the rails, and the switching on of 
current by pressing a button automatic- 
ally sets up a backwards and forwards 
horizontal movement whereby the mov- 
able rail end approaches, makes contact 
with, and then recedes from the fixed rail 
end. This cycle of operations is repeated 
until perfect contact between rail ends is 
attained and the requisite pre-heating 
temperature reached. On reaching the 
correct pre-heating témperature the 
machine is so arranaged that the opera- 
tion of a relay initiates the second stage 
of the welding process, known as the 
flashing stage. 

(2) Flashing.—During this stage the 
rail end which has followed a reciprocat- 
ing motion throughout the pre-heating 
stage moves forward at a pre-determined 
rate. There is a continuous flow of cur- 
rent through the rails, which are in full 
contact with each other, burnt metal is 
flashed away, and both rail ends are 
freed from impurities and at the requisite 
welding temperature. 

(3) Upsetting.—In this stage the cur- 
rent is automatically switched off, simul- 

















Fig. | 


Fig. . 





August 18, 1944 


THE RAILWAY GAZETTE 


i mas 


| 


" 4a 4 


Wt 


Fig. 2 (above)—Crane and conveyor facilities for 
handling short rails to welding machine 


(Note combined saw and horizontal drilling 
machine on conveyor line for cutting and 
drilling rails to special lengths) 


. 3 (above)—Flash-butt welding machine with 


rails positioned for welding 








(right)—Electric resistance post-heating 


machine 
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Fig. 6—300-ft. rail lengths leaving Lillie Bridge depot, London 
Transport 
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to rail stillage 


taneously with the forward motion of 
the movable rail being continued at a 
much increased speed, under a pressure of 
approximately 20 tons, and the weld is 
effected. As a result of the upsetting 
stage, metal becomes extruded round the 
whole periphery of the rails at the point 
of contact and is subsequently removed 
by pneumatic chipping tools, after which 
the weld (if in a running rail) is post- 
heated in an electric resistance or oil-fired 
furnace, and finally ground true to profile. 


London Transport Flash-Butt 
Welding Plants 


As previously mentioned, London 
Transport purchased two  flash-butt 
welding plants, one for stationary use at 
a fixed site, and the other as mobile 
equipment for use at outlying depots, and 
considerable joint welding work has been 
effected since their installation. In the 
former case, London Transport was fortu- 
nate in possessing at its Permanent Way 
Depot a shed about 80 ft. wide and some 
700 ft. long, which has proved ideal for 
adaptation to rail welding use and 
spacious enough to deal with all opera- 
tions necessary to the completion of 
welded rails in lengths of 300 ft. Figs. 
2, 3, 4, 5, and 6 illustrate some of these 
operations between the delivery of rails 
to the welding machine and the departure 
of finished welded lengths from the depot. 

The mobile plant comprises a 400-h.p. 
diesel generator assembled on a specially- 
constructed wagon, and a 300-kVA 
electro-pneumatic welding machine as- 
sembled on a similar wagon. The com- 
plete unit (weighing approximately 100 
tons) is specially designed to negotiate 
London Transport tube tunnels and open 
tracks, as well as those of the main-line 
railways. The process of welding rails 
with this plant is similar to the method 
adopted in the welding shop, except that 
the handling facilities are necessarily 
somewhat less efficient. This plant has 
been loaned on occasions to both the 
Southern Railway and the L.M.S.R. for 
use in their depots. Figs. 7 and 8 show 
arrangements for welding and _ post- 
heating with this mobile plant, and an 
actual weld in progress by the machine. 

Electric Arc and Oxy-Acetylene 

Welding 


Although much progress has been made 
in recent years, neither of these processes 
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Fig. 7 (above)— Arrangements for welding and 
post heating with mobile plant 
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Fig. 8 (right)— Welding in progress with mobile 
plant 


Fig. 9—Crossing welding by oxy-acetylene Fig. 10—Crossing welding by electric arc 
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has yet (in the writer’s opinion) proved 
itself entirely suitable for welding running 
rail joints, but test lengths on the main 
lines are still under observation. In this 
country the first experiments in re-surfac- 
ing of crossings by the electric arc pro- 
cess were in 1922, and by the oxy- 
acetylene process in 1933, and there is 
no doubt that both processes have proved 
of enormous value to railway engineers 
for re-surfacing worn crossings, and, more 
recently, stock rails and switches. In 
fact, by the years 1933 and 1936 
respectively, they had come to _ be 
regarded as quite standard railway prac- 
tice. Records of crossings welded by the 
oxy-acetylene process are as follow :— 

1938 

1939 

1940 

1941 

1942 

46,776 

It is estimated that some 55,000 cross- 
ings have been re-surfaced by oxy- 
acetylene, some of them on more than one 
occasion, and of these about 44,000 are on 
the running lines and sidings of the four 
main-line railways and London Transport. 
A considerable number has also _ been 
welded by the electric arc process. Figs. 
9 and 10 show crossings being welded by 
each process. 

Stock Rails and Switches.—Considerable 
economy has been effected by the re- 
surfacing of stock rails and _ switches. 
Although only 487 were re-surfaced in 
1941, the number re-surfaced during 1942 
rose to 1,041, and this number was still 
further increased in 1943. Figs. 11 and 12 
show a worn stock rail and switch, and 
the same stock rail and switch after com- 
plete re-surfacing. 

‘‘ Dished’’ Rails and Track Com- 
ponents.—Welding has also been applied 
satisfactorily in re-surfacing rails which 
have developed “‘ dishing ’’ due to wheel 
skid, and in repairs to buffers and other 
permanent way equipment. The welding 
of traction bonds is a recent development 
in this country, but already some 400,000 
have been installed. 

Bridges.—Electric arc welding is now 
applied to the maintenance and repair of 
bridge work, both in under and over 
bridges. This has proved particularly 
useful, especially during present times 
when shortage of labour and material is 
experienced. Considerable study has been 
made during recent years of all-welded 
bridge work design. In 1938 and 1939 
London Transport constructed two all- 
welded plate girder bridges, both of which 
have given complete satisfaction, and so 
far with no expense on maintenance. One 
carries the Hammersmith & City Railway 
over Ladbroke Grove in Kensington. It 
has a clear span of 60 ft., and is designed 
to carry 18 units of British Standard 


CHUNGKING CABLE-CAR PrRojEcTS.—To 
facilitate the transport of passengers and 
goods from the Yangtze and Chialing 
Rivers to the upper level of Chungking, the 
capital of Free China, a company has been 
formed to build two cable-car lines and 
one cableway. The company has an 
authorised capital of CN $40,000,000. The 
first cable-car line, intended mainly for 
passengers, will be built at the Wang 
Lung Men Ferry, where it is estimated that 
20,000 persons daily ascend and descend 
the approximately 300 steps, on foot or 
by sedan chair. There will be two cars, 
each with a capacity of 40 passengers. 
The cars will run on 35-lb. rails, and auto- 
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Fig. 12—Stock rail and switch completely re-surfaced 


loading plus impact allowance of 50 per 
cent. It is reputed to be the first all- 
welded plate girder bridge in Great 
Britain, The other is a railway bridge 
over the New North Road at Hainault, 
which has a square span of 40 ft. and a 
skew span of approximately 52 ft, 


The writer acknowledges with thanks 
the help given by various railway engi- 
neers in supplying certain data used in 
this article, which attempts, in the limited 
space available, to give some indication 
of the progress made in welding as applied 
to railway permanent way practice. 











matic brakes will be provided as a safety 
factor to stop the cars in case of the breakage 
of a cable. Specifications have not been 
prepared as to how the power will be sup- 
plied, possibly by a steam engine. The 
two cars will be operated simultaneously, 
one moving upward while the other moves 
downward. Because of the rise and fall 
of the Yangtze River, it will be necessary 
to have the lower landing on a pontoon. 
The second cable-car line, which will be 
similar in design, will be built at Chaotien- 
man, near the confluence of the Yangtze 
and Chialing Rivers. It will carry both 
passengers and goods. The cableway will 
be built at Niu Ko To on the Chialing 


River, near the offices of the National 
Resources Commission, and will be mainly 
or entirely for the transport of goods, which 
will be carried in large buckets suspended 
from cables. 


SKEFCO BALL BEARING Co. Ltp.— During 
a recent visit of the Mobile Blood Trans- 
fusion Unit to the Skefko Ball Bearing Co. 
Ltd. Works, Luton, a new record was 
established when 201 employees gave blood 
donations. Almost from the commence- 
ment of the war a Mobile Blood Transfusion 
Unit has been visiting the Skefko works 
at regular intervals and, about a year ago, 
the Skefko Blood Donors Club was formed. 
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RAILWAY NEWS SECTION 


PERSONAL 


¢ Robert. A. Burrows has _ been 
ap] inted a Director of the Alliance 
Assurance Co. Ltd. Sir Robert Burrows 
is Deputy-Chairman of the London Mid- 
land & Scottish Railway Company. 

The Council of the City & Guilds of 
London Institute has conferred the fellow- 
shi of the Institute on Mr. F. S. 
Whalley, M.C., Vice-Chairman & Manag- 
ing Director of the Vulcan 
Foundry Limited, and President 
of the Locomotive Manufac- 
turers’ Association, and on Sir 
George Nelson, Chairman & 
Managing Director of the English 
Electric Co. Ltd. 


The Viceroy of India _ has 
conferred the honour of Knight- 
hood upon Mr. _ Lakshmipati 
Misra, Member, Engineering, 
Railway Board, Government 
of India; and Mr. Godfrey 
George Armstrong, O.B.E., 
M.C., V.D., Chairman, Madras 
Port Trust. 


The late Lord Airedale, who 
was a Director of the Midland 
Bank Limited, and formerly a 
Director of the Monk Bridge 
Iron & Steel Co. Ltd., left 
£81,741. 

[he directors of the Montreal 
Locomotive Works Limited an- 
nounced recently the appoint- 
ment of Brigadier Sir Frederick 
Carson, C.B.E., M.C., as Execu- 
tive Vice-President of the com- 
pany. Sir Frederick Carson is a 
former regular officer of the 
Royal Engineers who was em- 
ployed permanently on Indian 
State Railways, and was from 
1936 to 1940 General Manager 
of the North Western Rail- 
way (India). Subsequently he 
was Director of Transportation, 
Iraq. 


Elliott) 
We regret to record the death 
on July 28, at the age of 80, of 
Colonel The O’Callaghan, J.P., 
a prominent stockholder of the 
Great Southern Railways Company (Eire) 
and Chairman of the Great Southern 
Railways Stockholders’ Association. 


It is announced in The London Gazette 
that Mr. Gerald Leedam, Secretary & 
Manager of the Cheshire Lines Com- 
mittee, has been made an Officer (Brother) 
of the Order of the Hospital of St. John 
of Jerusalem 


Lt.-Colonel (temporary Brigadier) 
Andrew Henry Earley, O.B.E., Royal 
Engineers (of the L.N.E.R.), has had the 
Order of Kutuzov (3rd Class) conferred 
upon him by the Presidium of the Supreme 
Council of the Union of Soviet Socialist 
Republics, and the King has granted un- 
restricted permission for the wearing of 
this decoration. It has been conferred in 
recognition of distinguished services in the 
cause of the Allies, while serving with the 
Persia-Iraq Force in the maintenance of 
railway and other lines of communication 
sam which war supplies have reached 

ussia, 


Mr. Ashton Davies, C.V.O., 
M.Inst.T., J.P., Vice-President, London 
Midland & Scottish Railway, who, as 
recorded in our August 11 issue, is retir- 
ing on August 31, was born in 1874, and 
began his railway career in 1890 in the 
Telegraph Department of the former Lan- 
cashire & Yorkshire Railway. Later he 
was transferred to the Passenger Super- 
intendent’s Office, where ultimately he 
became Personai Assistant to Mr. Chas. 
J. Nicholson, the Passenger Superinten- 


O.B.E., 


Mr. Ashton Davies 
Vice-President, L.M.S.R., 1938-44 


fent. This position he held under four 
Superintendents, and was _ associated 
during that time with many important 
railway schemes and developments, which 
included the establishment of the train 
control system at Manchester. Whhile 
attending lectures on economics at Man- 
chester University, Mr. Ashton Davies 
obtained one of the first scholarships 
given by the directors of the Lancashire 
& Yorkshire Railway Company. He took 
a prominent part in the establishment by 
his company of a School of Signalling in 
Manchester, and for some years lectured 
therein. 

In the year 1919, on the appointment ot 
Sir Arthur Watson to succeed Sir John 
A. F. Aspinall as General Manager of the 
L.Y.R., Mr. Ashton Davies was ap- 
pointed Superintendent of the Line. On 
the amalgamation of the London & North 
Western and Lancashire & Yorkshire 
Railway Companies, as from January 1, 
1922, he became Divisional General 
Superintendent, Northern Division, 
L.N.W.R. In January, 1923, he became 
General Superintendent, Western Divi- 


sion, L.M.S.R. From January 1, 1924, 
Mr. Ashton Davies was appointed General 
Superintendent (Freight Services); from 
August of thac year he was General 
Superintendent (Passenger Commercial), 
and, from October 1, 1931, Passenger 
Manager. A year later Mr. Ashton 
Davies was appointed Chief Commercial 
Manager responsible for both goods and 
passenger commercial work. By this 
appointment the executive of the 
L.M.S.R. vested in one commercial officer 
the responsibility for the whole 
of the company’s organisation 
for dealing with the public in 
all phases of its goods and pas- 
senger business, including 
mineral traffic, and for the 
initiation of all arrangements 
and facilities for the convey- 
ance, development and co-ordina- 
tion of the company’s traffic. 

In June, 1938, he was ap- 
pointed Acting Vice-President 
(Railway Traffic, Operating & 
Commercial), and subsequently 
to his position as Vice-President. 
In March, 1941, he was enter- 
tained at a luncheon, presided 
over by the late Lord Stamp 
(then Chairman & President of 
the company), to commemorate 
his completion of 50 years’ ser- 
vice with the L.M.S.R. and 
constituent companies. On a 
number of occasions he has been 
Chairman of the Railway Clear- 
ing House Coaching Traffic 
Superintendents’ Conference and 
of the Railway Goods Managers’ 
Conference; he has been Chair- 
man of the Railway Statistics 
Committee and a member of the 
Common User of Wagons Com- 
mittee. In 1927 he took a 
prominent part in the prepara- 
tion of the railway case for sub- 
mission to the Railway Rates 
Tribunal, constituted by the 
Railways Act of 1921, in con- 
nection with the review of pas- 
senger train rates and fares, and 
also in connection with the rail- 
way Road Transport Acts of 
1928. 

He represented the L.M.S.R. 
in negotiations conducted with 
numerous passenger road trans- 
port undertakings with which 

the company is now allied, and is Deputy- 
Chairman of Ribble Motor Services 
Limited, and a Director of Joseph Nall & 
Co. Ltd., Blackpool Omnibus Stations 
Ltd., Carter, Paterson & Co. Ltd., and 
Hay’s Wharf Cartage Co. Ltd. Mr. 
Ashton Davies was a member of a com- 
mittee of railway officers which prepared 
information for submission to the Royal 
Commission on Transport. He has lec- 
tured on different phases of railway trans- 
port and, for a paper on the co-ordination 
of transport before the Institute of Trans- 
port in London in 1930, received the 
Institute’s Gold Medal. 

Mr. Ashton Davies is a foundation 
member of the Institute’s Council. He 
is a member of the Ministry of War 
Transport Commission for Merseyside; 
Chairman of the Railway Companies’ 
Association Post-War Reconstruction 
Commission; and was Chairman for two 
years of the Inter-Railway Companies 
Post-War Commission. Mr. Ashton 
Davies is also Chairman of the London 
Traffic Advisory Committee; a Member of 
the London Chamber of Commerce (and 
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a member of the Council); a member of 
the Manchester Chamber of Commerce; 
and Assistant Provincial Grand Master, 
Lancashire (Western Division). 





Mr. Thomas Wright Royle, M.B.E., 


M.Inst.T., Chief Operating Manager, 
London Midland & Scottish Railway, 


who, as recorded in our August 11 issue, 
has been appointed a Vice-President, in 
succession to Mr. Ashton Davies, as from 
August 31 next, entered the service of the 
former Lancashire & Yorkshire Railway 
in 1898, and was employed in the Pas- 
senger Department; subsequently he was 


transferred to the personal staff of the 
Passenger Superintendent. In October, 
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Mr. A. H. Rampton, who, as recorded 
in our July 28 issue, has been appointed 
Assistant to the Superintendent of Opera- 
tion for Road Transport, Southern Rail- 
way, entered the service of the former 
L.S.W.R. in 1897, and gained experience 
in the London goods depots. In 1913 he 
was appointed Outdoor Representative in 
the London District Goods Superinten- 
dent’s Office at Waterloo, and in 1923 he 
was attached to the Outdoor Commercial 
Manager’s Office for working of goods- 
train and out-of-gauge traffic. In 1932 
Mr. Rampton became Leading Clerk in 
the Road Transport Department, where 
he remained until his present appoint- 
ment. From December, 1938, to Decem- 
ber, 1943, he acted as Road Transport 





Mr. T. W. Royle 


Appointed a Vice-President, L.M.S.R. 


1914, he 
Assistant 


was appointed Confidential 
to the Superintendent of the 
Line, Mr. Arthur Watson, in connection 
with the Railway Executive Committec. 
For his services rendered during the war 
of 1914-18, he was made a Member of the 
Order of the British Empire. In Febru 
ary, 1919, he was appointed Assistant 
Superintendent of the Line, Lancashire & 
Yorkshire Railway, and, at the time ot 
the amalgamation of that line with the 
London & North Western Railway, he 
became Assistant Divisional General 
Superintendent, Northern Division, of the 


latter. When the L.M.S.R. was formed 
in 1923, Mr. Royle was designated Assis- 
tant General Superintendent, Western 


Division, and in the next year he became 
Divisional Superintendent, Manchester. 
His title from 1929 until 1932 was Divi- 
sional Superintendent of Operation, 
Manchester. In the latter year he was ap- 
pointed Assistant Chief Commercial Man- 
ager. Mr. Royle was made Chief Assis- 
tant Commercial Manager in 1935, and 
held that position until his appointment 
as Chief Operating Manager on June 1, 
1938. In that year he was gazetted a 
Lt.-Colonel in the Engineer & Railway 
Staff Corps. Mr. Royle is a Vice-Presi- 
dent. for 1944-45, of the Institute of 
Transport. 


Representative for all companies on the 
sub-committee dealing with the convey- 
ance of explosives on behalf of H.M. 
Government. 


Dr. E. W. Smith, President of the 
Institute of Fuel, has consented to con 
tinue in that office until October, 1945. 
Mr. H. L. Pirie, who has been one of 
the Honorary Secretaries of the Institute 
since its inception, has been made an 
Honorary Member. 


Mr. John P. Allix, who, as recorded in 
our August 11 issue, has retired from the 
position of District Goods & Passenger 
Manager, Cambridge, L.N.E.R., was ap- 
pointed Assistant District Superintendent, 
Sunderland, on the former North Eastern 
Railway, in 1914. From later in that year 
until 1919 he was on war service; and in 
1920 he became Dock Superintendent, 
Tyne Dock. From 1923 until the autumn 
of 1927 he held the position of District 
Passenger Manager, York, L.N.E.R., but, 
under the re-arrangement of offices in the 


Leeds District. he became District Pas- 


senger Manager, Leeds, at the latter time. 
Mr. Allix was appointed District Goods & 
Passenger Manager, Cambridge, in 1937. 
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L.M.S.R. APPOINTMENTS 


The L.M.S.R. announces the following 
appointments : — 

Mr. W. D. Taylor, Chief Clerk, Leco- 
motive Accounts Office, Glasgow, to be 
Works Accountant, Glasgow, vice Mr. J. 
Edmond, retiring. 

Mr. S. T. Fawkes, District Controller, 
Skipton, to be District Controller, Wel- 
lingborough, vice Mr. F. Wiles, retiring. 

Mr. W. B. Bachelor, Assistant District 


Controller, Satley, to be District Con- 
troller, Skipton. 
Mr. A. B. Roberts, Goods Agent, Dud- 


ley, to be Goods Agent, Wolverhampton, 
vice Mr. R. Jones, retiring. 

Mr. C. H. Cole, Chief Transit & Station 
Working Clerk, District Goods Manager’s 
Office, Wolverhampton, to be Goods 
Agent, Dudley. 

Mr. J. Hickman, District Coal Traffic 
Agent, District Goods Manager’s Office, 
Wolverhampton, to be Goods Agent, 
Willenhall, vice Mr. F. Williams, pro- 
moted. 

Mr. J. Harrison, Goods Agent, Tun- 
stall, to be Goods Agent, Mansfield, vice 
Mr. G. O. Chubb, promoted. 


Mr. W. Scholey, Assistant Accounts 
Clerk, District Goods & Passenger 


Manager’s Office, Sheffield, to be Goods 
Agent, Barnsley, vice Mr. O. P. Ridley, 
promoted. 

Mr. R. Buchanan, Stationmaster & 
Goods Agent, Johnstone & Johnstone 
(North), to be Booking & Parcels Agent, 


Edinburgh (Princes Street), vice Mr. A. 
Gass, transferred. 

Mr. G. E. Hawksworth, District Fore- 
man, Carriage & Wagon Department, 


Derby, to be District Foreman, Carriage 
& Wagon Department, Toton, vice Mr. 
J. T. Coverley, retiring. 

Mr. H. Hastings, Area Repairs Con- 
troller, Carriage & Wagon Department, 
Derby, H.Q., to be District Foreman, 
Carriage & Wagon Department, Derby. 


Mr. A. A. Williams, District Foreman, 
Carriage & Wagon’ Department, Edin- 
burgh, to be District Foreman, Carriage 


& Wagon Department, Carlisle, vice Mr. 
J. Dodd, retiring. 





Mr. Roland E. Sargent, Assistant District 
Superintendent, Hull, L.N.E.R., who, as 
recorded in our August 4 issue, was killed 
as the result of an accident while climbing 
on Green Gable, Cumbérland, on July 28, 
entered the company’s service as a traffic 
apprentice in 1933, after graduating at 
Trinity College, Cambridge. He obtained 
general railway traffic experience, and was 
appointed Assistant Yardmaster, Hull West, 
in February, 1937. In September, 1939, Mr. 
Sargent was appointed to assist the District 
Superintendent, Sunderland ; and in Nov- 
ember, 1942, he was made Assistant District 
Superintendent, Newcastle. He was pro- 
moted to the corresponding post at Hull 
in March, 1944. During his service at 
Sunderland and Newcastle he was Secre- 
tary of the North East Coast Council of 
Port Labour Employers. He was buried 
at Wasdale Head, Cumberland, on August 2. 
Those present at the funeral service, in 
addition to family mourners, included the 
following members of the L.N.E.R. staff :— 

Messrs. A. E. H. Brown, Assistant Divisional 
General Manager, Scottish Area ; B. H. Harper, 
Locomotive Shedmaster, Gateshead; G. W. 
Anson, Assistant District Superintendent, New- 
castle (also representing Messrs. L. Sproat, 
District Superintendent, A. S. Buswell, District 
Passenger Manager, and H. F. Sanderson, 
District Goods Manager, and staff, Newcastle, 
and the North East Coast Council of Port 
Labour Employers); and L. Ballan, District 
Superintendent, Hull (also representing 
L.N.E.R. York and Hull friends). 
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S. H. Fisher, M.Inst.T., 
Operating Manager, London Mid- 
& Scottish Railway, who, as re- 
d in our August 11 issue, has been 
nted Chief Operating Manager, was 
ited at Repton and entered the ser- 
of the former L.N.W.R. in 1904. 
obtaining experience in the Goods 
Traffic Departments, he was ap- 
ed Outdoor Assistant to the Super- 
dent of the Line in 1910. In 1912 
vas appointed Assistant to the Dis- 
Superintendent at Euston for the 
ern District of the L.N.W.R., and 


Deputy 


Mr. S. H. Fisher 


Appointed Chief Operating Manager, 


L.M.S.R. 


in 1919 was made Assistant District 
Superintendent at Liverpool for the 
Northern District. In 1922 the Crewe 
District Goods Manager’s District was 
converted into a Traffic Superintendent’s 
District, and Mr. Fisher was appointed 
the District Traffic Superintendent there. 
In 1925 he was appointed Operating 
Assistant at Crewe to the Chief General 
Superintendent of the L.M.S.R., which 
position later was designated Divisional 
Superintendent of Operation, Western 
Division. Mr. Fisher was appointed Divi- 
sional Superintendent of Operation, 
Derby, as from June 1, 1929, a position 
he held until his appointment, in Janu- 
ary, 1932, as Operating Assistant to the 
Obief General Superintendent. Nine 
months later he became Operating Super- 
intendent, Euston, and in May, 1934, was 
appointed Asistant Chief Operating Man- 
ager. Mr. Fisher was made Deputy Chief 
Operating Manager at the end of 1943. 


Mr. F. Samuel, Branch Manager of the 
Ipswich Office of British Insulated Cables 
Limited, has been transferred to the 


THE RAILWAY GAZETTE 


London Office staff, and is succeeded by 
Mr. F. Driessen. Mr. Anderson, 
Manager of the Manchester Branch Office 
of the company, has taken up an appoint- 
ment on the Head Office staff at Prescot, 
and is succeeded at Manchester by Mr. 
E. A. Sayers, formerly Sales Engineer 
attached to the London Office. 


Mr. F. P. Sealey, Manager, Great 
Western Railway Royal Hotel & Pad- 
dington Refreshment Rooms, who, as 
recorded in our August 4 issue, is retir- 
ing on September 30 next, joined 
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has served many royalties on royal trains, 
and has made a large number of friends. 
It had been intended. that he should 
retire at the age of 60, but in view of the 
war he has carried on for a further four 
years. 

Mr. H. V. Mosley, Chief Officer for 
New Works & Parliamentary Business, 
London Midland & Scottish Railway, 
who, as recorded in our August 11 issue, 
is retiring on August 31 next, entered 
Midland Railway service in 1896, in the 
General Manager’s Office, and eventually 


Mr. H. V. Mosley 


Chief Officer for New Works & Parliamentary 


Business, L.M.S.R., 1928-44 


the former Midland Railway at St. 
Pancras at an early age, after having 
served for eighteen months in the Royal 
Navy with the Medway Instructional Tor- 
pedo Boat Flotilla. Later the Midland 
Railway invited applications from experi- 
enced persons for service with the Central 
South African Railways; Mr. Sealey was 
one of those accepted, and he served with 
those railways for about eighteen months. 
On his return to England he joined the 
Great Western Railway and took up a 
supervisory position in the Restaurant 
Car Department. Subsequently he served 
in other branches of the Catering Depart- 
ment before being appointed Manager of 
the G.W.R. Royal Hotel, which position 
he has held for 21 years, a period, it is 
believed, longer than that of any other 
holder of the same office. While he has 
been in charge of it, the hotel has been 
reconstructed. For many years he has 
been responsible also for Paddington 
Station refreshment rooms, kiosks and 
other establishments. Mr. Sealey’s total 
period with the G.W.R. Catering Depart- 
ment hag been 41 years, during which he 


became Personal Assistant to the General 
Manager in January, 1919. In July, 
1920, he was appointed Assistant General 
Manager together with Mr. W. Clower. 
As from January 1, 1927, he was 
appointed Officer for New Works & Par- 
liamentary Business, L.M.S.R., and at 
the end of 1928 his title was changed to 
that of Chief Officer for New Works & 
Parliamentary Business. Mr. Mosley was 
appointed a member of the Executive 
Committee of the company early in 1930. 
He is a Director of a number of provin- 
cial bus companies in which the L.M.S.R. 
has important shareholdings. 


Sir Alexander Roger and Sir Eugene 
Ramsden have resigned from the board 
of the Birmingham Small Arms Co. Ltd. 


Sir Alexander Roger was Chairman of 
the company from 1932 to 1939, and he 
is Chairman of British Insulated Cables 
Limited and a Director of many other 
companies. Sir Eugene Ramsden is also 
on the boards of a number of companies, 
including British Insulated Cables 
Limited. 
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Permanent Way Institution Exhibition at Charing Cross 
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TRANSPORT SERVICES AND THE WAR—255 


D.B.S.T. and Blackout 

Double British Summer Time, which was 
to have ended on August 13, has been 
extended to the morning of Sunday, Sep- 
tember 17. This extension does not affect 
the blackout changeover, which is length- 
ened by a quarter of an hour at each end 
from August 13 and begins half an hour 
after sunset and ends half an hour before 
sunrise. The Government, while anxious 
to relax or remove blackout restrictions as 
soon as the interests of national safety 
permit, has come to the conclusion that it 
is not desirable to make any change at 
present. 

Travel Overseas 

The Home Secretary announced on 
August 3 that, as regards overseas travel, 
he is prepared to consider applications from 
wives Of persons permanently stationed 
overseas, and persons returning to their 
homes within the Empire or Allied countries. 

As regards travel between Great Britain 
and Ireland, he is prepared to consider 
applications from persons who desire to visit 
their homes in either country, and leave 
certificates may be issued for this purpose. 
For the future it is necessary for intending 
travellers between Great Britain and Ireland 
to obtain a sailing ticket from the railway or 
shipping company before applying for an 
exit permit or a leave certificate. 

It may be recalled that a ban on exit from 
Great Britain was imposed from April 28, 
in accordance with the terms of the follow- 
ing statement issued by the Home Office. 
“In addition to the restrictions on travel 
to Ireland, further severe restrictions have 
been imposed for military reasons, on all 
travel from this country to destinations 
other than Ireland; and travel to all 
destinations overseas is being suspended 
except for business of urgent national 
importance which cannot be postponed. 
Persons who have already been granted exit 
permits will be allowed to use them for the 
purpose of leaving this country up to mid- 
night on Thursday, April 27. After that 
date no exit permit will be valid unless it 
was issued on or after April 19.” 

Restrictions imposed upon diplomatic 
missions on April 17-18 last, whereby 
facilities were suspended for the trans- 
mission of cypher telegrams and of diplo- 
matic bags, and for the journeys of members 
of diplomatic missions, were removed as 
from midnight on June 19-20 after the 
successful invasion of France, the prepara- 
tions for which had caused the imposition 
of the original ban. 


Private Railways in Hungary 

The reconstruction of the two narrow- 
gauge lines of the Kecskeméti Gazdasagi 
Vasut (Kecskemét Agricultural Railway), 
approved by the Hungarian Ministry of 
Finance in 1943, is to be taken in hand 
shortly. The company’s principal line, 
33 miles long, branches off at Kecskemét 
from the Budapest-Szeged main line of the 
Hungarian State Railways, and leads in a 
southerly direction to a connection with the 
State Railways of Kiskunmajsa. There is 
a branch from Bugac to Alsomonostor 
téglaveté, a distance of 4} miles. In 
addition, an extension is to be built between 
Kiskunmajsa and Subotica, 34 miles, and 
another extension, 28 miles long, is to be 
made from the present terminus of the 
branch line to Kiskérés, on the Budapest- 
Subotica main line, 67 miles to the south 
of Budapest. 

Another scheme is for a 20-mile industrial 
railway, to be built and worked by the 
Almasvélgy Coal Mining Company, which 
owns mines and other plants in northern 


Transylvania, to the west of Kolazsvar 
(Cluj in Roumanian). The line is to con- 
nect Banffyhunyad, on the Budapest- 
Kolazsvar main line, 31 miles to the west 
of the latter town, with Hidalmas and 
Magyarszombor. 


Coal for Beet Trains in Eire 
Some 15,000 tons of coal will be used in 
Eire on the transport of beet during the 
coming campaign, which will cover four 
months from October next. 


Station and Road Signs in Eire 
The display of road signs and names of 
railway stations, prohibited in Eire for 
defence reasons in 1940, is permitted again 
under a new Order announced on August 3. 


Locomotive Shortage in Holland 

On electrified sections of the Dutch 
railways, electric motor coaches are being 
used to haul goods trains. Holland has 
never had electric locomotives, and steam 
locomotives are now in too short supply in 
Holland to meet the requirements of Ger- 
man military traffic. 


U.S. Army Operates Philadeiphia 
Local Transport 

A stoppage of the local transport in 
Philadelphia comprising the underground 
railways and bus and tram services, resulted 
from racial disorders in connection with the 
employment of negroes. On August 4, the 
United States Army took over control of 
the Philadelphia transport system and 
ordered the strikers to return to work as 
Government employees. 


U.S.A. Locomotive Output 

This year’s U.S.A. output of locomotives 
for war purposes is expected to exceed by 
some 300 units the 1943 figure of 2,000 
units. In addition, the railway companies 
will probably receive approximately the 
same as the 1,074 units produced for home 
use in 1943. Diesel output, mostly shunting 
engines, also including some 75 “‘ road ”’ 
diesels, will exceed the number of steam 
locomotives made. On May l, orders in 
hand from Class 1 railways included 475 
diesels out of a total of 705 units of all 


types. 


Canadian Railway Supplies for Allies 

The Canadian Minister of Munitions & 
Supply has announced that Canada is 
providing substantial quantities of railway 
equipment for the United Nations under 
the Mutual Aid agreement. Two thousand 
flat cars will be made for Russia, which al- 
ready has received 40,000 tons of rails. 
An order for 145 locomotives for India has 
been completed, and a second contract 
calls for the delivery of many more of the 
same type. Orders have been placed by 
the Indian Government for some thousands 
of other items of rolling stock. Other large 
India contracts are for 75,000 components, 
such as axle boxes, buffers, draft casings, 
and couplings. 


U.S.A. Locomotive Coal 

For the first time in American history, 
bituminous coal is being hauled in large 
quantities from the mid-western coalfields 
of Illinois, Indiana, and Western Kentucky, 
for the use of railways in the Eastern States 
of the U.S.A., which normally draw their 
supplies from the Appalachian coalfields. 
The railways concerned are the Pennsyl- 
vania, New York Central, Chesapeake & 
Ohio, New York, Chicago & St, Louis, and 
Pere Marquette. The situation arises from 
the growing shortage of-fuel from the eastern 
and southern Appalachian mines. The mid- 
western coal appears to be equally suitable 
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for locomotive purposes, and the only 
disadvantage of its use is the length of haul 
required. 


Mexican Railway Traffics 

Railway transport through Nuevo 
Laredo, Mexico, during February, the 
latest month for which statistics are avail- 
able, showed a net increase over the 
January movement. Loaded southbound 
cars totalled 247 fewer, but those bound 
northward were 401 -more. The following 
are the January and February figures of 
the movement: January, 1943, south- 
bound 1,289, northbound 1,860 (in 1944, 
1,566 and 1,512, respectively) ; February, 
1943, southbound 1,277, northbound 1,742 
(in 1944, 1,319 and 1,913, respectively). 


German Names for Croat Stations 

In the note on German names for Serbian 
stations published in The Railway Gazette 
for February 18, 1944, a list was given of 
stations in German-controlled Serbia of 
which the names had been Germanised. 
Below is a list of railway stations in 
German-controlled Croatia which have had 
their names changed into German appella- 
tions. It will be noticed that the region in 
which this has taken place is in the north- 
eastern corner of the country, adjacent to 
that area in Serbia where the same process 
of ‘‘ denationalisation ’’ was effected. The 
first is the Croat name, and the second the 
German appellation :— 
India 
Ober-Josefsdorf 
Deutsch-Bresnitz 
reed Pasua 
Hirschfeld 


Alt Pasua 
Semlin 


Indija 

Josipovac on 
Nasigka Breznica ... 
Nova Pazova 
Osijek 

Sarvas om 

Stara Pazova 
Zemun 


Remarkable Increase in Bengal & 
Assam Railway Traffics 

One of the features of recent Indian rail- 
way returns has been the remarkable 
increase in traffic in the past year on the 
broad-gauge and metre-gauge sections of 
the Bengal & Assam Railway, according 
to an official statement issued in Delhi. 
To meet operational needs, most of the 
imported locomotives of high tractive power 
have been concentrated on this railway ; 
3,482 broad-gauge and 12,369 metre-gauge 
wagons have been drawn from other railways, 
to the detriment of traffic on those railways ; 
and the U.S.A. military railway units have 
rendered very great service on the northern 
metre-gauge section. Nevertheless, an 
increase of 80 per cent. in traffic is no mean 
achievement, and reflects credit on both 
the operating and construction staff. 
There are, of course, complaints at the 
restrictions imposed by the priority authori- 
ties regulating civil traffic, says the official 
statement, but the restrictions have justified 
themselves by the punctual manner in which 
troop movements for the operations on the 
Eastern frontier have been effected, and by 
the great increase in stores movements for 
this front ‘and for China. 

It will be recalled that, on March 1 last, ~ 
U.S.A. railway units took over the operation 
of more than 750 miles of metre-gauge line 
on the Bengal & Assam Railway, from 
Katihar to Dibrugarh, on the north-eastern 
frontier of India, together with two connect- 
ing branch lines. We recorded this briefly 
in our issue of March 17, page 286. The 
Americans are stated to have raised the 
former speed limit of 25 m.p.h. to 40 m.p.h. 
This railway is an important supply line for 
the Chinese and American Forces operating 
in Northern Burma under General Stilwell,- 
and will probably form a vital link in the 
eventual land route into China, via Burma, 
using the Ledo Road and part of the 
famous Burma Road, as shown on thé map 
we published on March 17, 
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Curtailed British Train Services 


Public announcements of those recent day-to-day cancellations 
which have become ‘‘ permanent” 


The four British main-line railways have 
now published printed lists, for use with 
their timetable books, showing the altera- 
tions to, and reductions of, train services 
that have already been effected, and are to 
remain in force. Certain of the cancelled 
trains run when circumstances permit, 
particularly at week-ends, but no guaran- 
tee of such running is given in advance. 
The more important details are as 
follow :— 

G.W.R. ALTERATIONS 

The 10.30 a.m. Cornish Riviera and 
10,40 a.m. Torbay expresses are combined 
to Newton Abbot at 10.30 a.m., calling at 
Taunton and Exeter; the former calls at 
most stations west of Plymouth and 
reaches Penzance at 6.45 p.m., 45 min. 
later. The 1.30 p.m. from Paddington to 
Penzance does not run, but the 1.15 p.m. 
from Paddington to Weston-super-Mare 
runs to Penzance instead, leaving Bristol 
at 4.30 p.m., and reaching Penzance at 
11.35 p.m. Trains withdrawn include the 
7.45 a.m. from Penzance to Bristol; 9.5 
a.m. from Paddington to Bristol; 9 a.m. 
and 4 p.m, from Bristol to Paddington; 
9.20 a.m. from Newton Abbot to Padding- 
ton (advance Torbay portion of the 
8.30 a.m. from Plymouth); 12.30 p.m. 
from Paddington to Weymouth; and 
4 p.m. from Weymouth to Paddington. 
The 7.50 a.m. from Bristol to Paddington 
calls additionally at Swindon and arrives 
10 min. later, at 10.40 a.m., and the 12 
noon from Bristol calls at Didcot and 
Reading, arriving 15 min. later, at 
3.5 p.m. 

On the South Wales line the 11.55 a.m. 
from Paddington to Neyland is with- 
drawn between Paddington and Swansea, 
and the 8.15 a.m. from Neyland between 
Swansea and Paddington. Also, the 
10.45 a.m. (12.5 p.m. Saturdays) from 
Paddington to Cheltenham Spa and the 
11.30 a.m. from Cheltenham Spa to Pad- 
dington are cancelled. On the Birming- 
ham line the principal withdrawals are the 
4.5 p.m. from Paddington to Shrewsbury, 
and the 7.30 a.m. from Shrewsbury to 
Paddington (9 a.m. from Birmingham); 
also the 1.20 p.m. from Birmingham to 
Paddington via Oxford. Cancelled cross- 
country: services are the 9.10 a.m. from 
Birmingham to Cardiff and the 5.5 p.m. 
from Cardiff to Birmingham, both via 
Stratford-on-Avon; and the 10.35 a.m. 
from Crewe to Cardiff and Bristol and the 
12.50 p.m. from Cardiff to Crewe via Here- 
ford. All the special Saturday trains be- 
tween Paddington and the Devon and 
Cornwall coast resorts are withdrawn. 


L.M.S.R. ALTERATIONS 

In the main, the alterations to long- 
distance services on the L.M.S.R. are con- 
fined to the combination of pairs of trains 
which hitherto have run independently. 
The 10 a.m. from Euston to Glasgow is 
combined with the 10.5 a.m. to Perth, at 
the latter departure hour, reaching 
Carlisle at 4.38 p.m.; here the train 
divides, and the Glasgow section reaches 
Glasgow Central at 7.10 p.m., 15 min. 
later. In the up direction, the 9.35 a.m. 
from Glasgow to Birmingham runs to 
Carlisle attached to the 10 a.m. to Euston, 
and at Carlisle is attached to the 8.40 
a.m. from Perth, which now runs to 
Birmingham instead of to Euston. The 
Perth train includes a London portion, 
attached at Crewe to the Irish mail 
and arriving at 7.40 p.m. Can- 
celled trains include the 1 p.m. and 9.20 


p-m. from Euston to Glasgow, the 1 p.m. 
and 9.10 p.m. from Glasgow to Euston (the 
two night trains run on Fridays only), 
and the Heysham boat trains in each direc- 
tion (3 p.m. from Euston and 8.18 a.m. 
from Heysham to Euston). The 4.50 p.m. 
from Euston to Stranraer Harbour is can- 
celled, and all the Stranraer traffic is con- 
centrated in the 4.55 p.m. train; similarly 
in the reverse direction one train only is 
run from Stranraer to Euston in connec- 
tion with the Irish boat. The 4.50 p.m. 
from Glasgow (Central) to Crewe, via 
Kilmarnock and Dumfries, is cancelled, 
and the 5.30 p.m. from Glasgow (St. 
Enoch) resumes its previous through 
running from Carlisle to Crewe. The 11.55 
a.m. from Euston to Barrow and More- 
cambe and the 12 noon to Manchester are 
re-combined as one train at 12 noon, and 
the 5.30 p.m. to Liverpool and 5.40 p.m. 
to Manchester as one train at 5.38 p.m. 
(in both cases a reversion to the arrange- 
ment before the May 22 timetable). The 
new expresses put on in the May 22 re- 
vision from Euston at 3.45 p.m. to Liver- 
pool, and from Manchester at 11.40 a.m. 
to Euston via Stoke, are cancelled; also 
the relief 9.45 a.m. from Manchester 
(London Road) for Euston only, ceases to 
run. Withdrawals on the Midland Divi- 
sion include the 9.5 a.m. from St. Pan- 
cras to Sheffield, the 1.30 p.m. from St. 
Pancras to Manchester, the 7.15 a.m. from 
Bradford to St. Pancras, via Nottingham 
(due 1.10 p.m.), and the 8.55 a.m. from 
Manchester (Central) to St. Pancras, via 
Nottingham (due 2.9 p.m.). Across 
country, the 12.55 p.m. from Bristol to 
Leeds and Bradford, with the connecting 
12.15 p.m. from Bath to Derby, are with- 
drawn, and the 9.30 a.m. from Bradford 
to Bath and Bristol. Practically the 
whole of the special Saturday trains ad- 
vertised during the summer to run to and 
from the coastal resorts of North Wales, 
the North-West Coast, and the Lake Dis- 
trict are cancelled. 


L.N.E.R. ALTERATIONS 

The L.N.E.R. changes are extremely 
drastic, and cover 127 pages of a closely- 
printed pamphlet. From Kings Cross the 
withdrawals include the 4.15 a.m., 
9a.m., 1.10 p.m., 4 p.m., and 10.25 p.m. 
to Leeds and Bradford, the 3.50 p.m. to 
Newcastle, and the 12.45 and 8.25 p.m. to 
Edinburgh; in the up direction the 10.15 
a.m., 12.35 p.m., 3.5 p.m., and 9.30 p.m. 
from Leeds, the 12.25 p.m. and 6.35 p.m. 
from Newcastle, and the 10 a.m. and 1.10 
p.m. from Edinburgh to London are all 
cancelled. The 9.40 a.m. from Kings 
Cross to Edinburgh calls additionally at 
York and terminates at Newcastle; the 
1.40 p.m. to Hull carries a through por- 
tion for Leeds; and a through portion from 
Leeds at 9.55 a.m. is attached at Doncas- 
ter to the 9.45 a.m. from Hull to London, 
reaching Kings Cross at 2.29 p.m. Some 
idea of the L.N.E.R. main-line cancella- 
tions may be given by the fact that there 
is no scheduled train from Grantham to 
Kings Cross between 11.53 a.m. and 
8.7 p.m. 

In the Eastern Counties the withdrawals 
on the Colchester line are the 10 a.m. 
from Liverpool Street to Norwich and 
Yarmouth, the 3.40 p.m. to Cromer and 
Yarmouth, the 3.48 p.m. to Clacton, the 
4.5 p.m. to Yarmouth, the 7.30 p.m. to 
Ipswich, and the 8.45 p.m. to Clacton; in 
the up direction the 8.12 a.m. from Clac- 
ton, 7.45 a.m. from Norwich (7.30 a.m. 
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from Yarmouth), 8.50 a.m. from Harwich, 
10.15 a.m. from Norwich, 12.20 p.m. from 
Yarmouth, 4.10 p.m. from Norwich, and 
5.42 p.m. from Ipswich to Liverpool 
Street are withdrawn; the 6.45 p.m. from 
Norwich to London continues to run, but 
the connection at 6.10 p.m. from Yar- 
mouth is cancelled. The Cambridge line 
loses the 11.50 a.m, from Liverpool Street 
to Hunstanton and Norwich, and the 4.40 
p.m. Cambridge relief express, with the 
8.27 a.m. and 5 p.m. from Norwich to 
Liverpool Street via Ely. 

Of cross-country services, the 1.15 p.m. 
from Colchester to Leeds, and the corre. 
sponding return train, are cancelled, as 
well as the through service between Ash- 
ford (Kent) end Newcastle via Reading 
Banbury, Leicester and the Great Central 
line, Sheffield, and York; the latter 
last ran on May 13. North of York 
the withdrawals include the 10.5 a.m. and 
11.15 p.m. from York to Edinburgh and 
the 4.50 p.m. from York to Newcastle 
and, with the loss of other trains already 
mentioned, there is no train from York to 
Newcastle between 2.55 and 9.59 p.m. 
The 8.10 p.m. from Edinburgh to New- 
castle is cancelled; also the 10.40 a.m. 
from Edinburgh to York as between Edin- 
burgh and Newcastle. From Edinburgh 
to Aberdeen the 7.35 a.m. is withdrawn, 
with the 3.30 p.m. from Aberdeen to 
Edinburgh; the Waverley route loses the 
1.50 p.m. from Carlisle to Edinburgh and 
the 5.55 p.m. from Edinburgh to Carlisle; 
the Perth route the 8.25 p.m. from Edin- 
burgh to Perth and the 12.25 p.m. from 
Perth to Edinburgh; and the Glasgow line 
the 1 and 4 p.m. from Edinburgh to 
Glasgow and the 7.35 a.m. and 1 p.m. 
trom Glasgow to Edinburgh. 

In addition to the foregoing, there are 
numerous cancellations of trains on the 
majority of the L.N.E.R._ subsidiary, 
branch, and suburban lines. 


S.R. ALTERATIONS 

Chief among the Southern Railway 
alterations is the withdrawal of the 10.50 
a.m. from Waterloo to Exeter, Ilfracombe, 
Torrington, Padstow, and Plymouth. In 
the up direction the 12.15 and 2.5 p.m 
from Ilfracombe (11.20 a.m. and 2.28 p.m. 
from Plymouth, and 2.30 and 4.30 p.m. 
from Exeter Central) to Waterloo are 
cancelled, although the 2.5 p.m. from 
Ilfracombe still runs as far as Exeter. 
Cancellations on the Bournemouth line 
include the 9.30 a.m., 12.35 p.m. (Satur 
days), and 1.30 p.m. from Waterloo to 
Weymouth, the 4.35 p.m. to Bournemouth 
and Swanage, and the 3.20 p.m. to 
Bournemouth West. In the up direction 
the chief cancellations are of the fast por- 
tions hitherto run from Bournemouth Cen- 
tral to Waterloo of the 7.10 a.m., 8.55 
a.m., and 1.30 p.m. from Weymouth to 
Waterloo; also the 2.20 p.m. from Bourne- 
mouth West to Waterloo ceases to run. 

On the Eastern Division the 10.35 a.m. 
and 2.35 p.m. from Victoria to Ramsgate, 
the 9.45 a.m. and 4.15 p.m. from Rams- 
gate to Victoria (via the Kent Coast line); 
the 11.15 a.m. and 4 p.m. from Charing 
Cross to Sandwich, and the 10.15 a.m. 
and 3.27 p.m. from Sandwich to Charing 
Cross (via Folkestone and Dover); and 
the 10.25 a.m. from Charing Cross to 
Hastings, and 6.58 a.m. from Hastings to 
Cannon Street (via Tunbridge Wells) are 
withdrawn. Electric service withdrawals 
include the 9.45 a.m., 12.45 p.m., and 
8.45 p.m. Victoria to Hastings, and the 
10.5 a.m., 2.5 p.m. and 5.5 p.m. Hastings 
to Victoria (via Eastbourne); the 11 a.m. 
Victoria to Brighton and 1.25 p.m. 
Brighton to Victoria; and the 4.25 p.m. 
Victoria to Worthing. Various branch 
and local trains are also cancelled. 
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New Railway in Western Argentina 


The Argentine State Railways Adminis- 
tration announced on March 10 that the 
construction of a broad-gauge (5 ft. 6 in.) 
branch line to.connect Pedro Vargas and 
Malargue, in the Province of Mendoza, 
was nearing completion. It has been 
reported since that it was brought into 
temporary operation during April, and 

although work remains to be com- 
1, including the construction of 
n buildings, it was opened formally 
public service on June 20. Pedro 
Vargas Station is situated between C. 
Montoya and Rama Caida Stations on the 
3uenos Ayres & Pacific Railway. The 
work, estimated at 16,000,000 pesos, was 
begun by the State Railways as soon as 
juthorisation was received last August, 
und the high daily ‘rate. of progress of 
about 700 metres was achieved. — 

The new line, which has been built to 
facilitate the transport of coal from the 
Malargue region, is 178 km. (111 miles) 
long there are seven intermediate 
stations. A tunnel, 166 metres (545 ft.) 

has been driven at Km. 20-387 
ough the Cerro de la Guardia; and two 

idges, of 70 metres (230 ft.) and 50 

tres (164 ft.) span respectively, have 
been built over the Rivers Atuel and 
Salado. The total number of bridges 
ind culverts built is 193. 

Because of the impossibility of im- 
porting the necessary permanent-way 
materials, the following branch lines have 
been lifted: Villa Krause—Divisoria; 
Saenz—Pena—Villa Luro; Espejo—Costa 
le Araujo; San Nicolas—Arroyo Dulce; 
nd Rosario—Fuentes. The last-men- 
tioned line formed part of the uncom- 
pleted Mendoza — Rosario’ Railway, 
acquired by the Government at the end 
of 1943; as recorded in our November 19, 
1943, issue (page 504), only some 50 km. 
31 miles) was built. The earthworks for 
the new line were refaced to contract 
ind while these were in hand State Rail- 
ways engineers constructed, by means of 
bull-dozers, a road beside the line which 
was practicable for mator vehicles. This 
enabled the distribution by lorry of the 
rails and sleepers before the formation 
was ready for track laying. Stone and 
cement, as well as girders and all other 
material and equipment required for 
bridge building, also were transported by 
road; so that the construction of the 
branch, in so far as permanent way and 
bridge work was concerned, was virtually 

mpleted in the short space of nine 


months, without employment of a single 
locomotive. 

After leaving Pedro Vargas, the new 
branch winds for a distance of 25 km. 
up and over the Sierras de la Guardia; 
the average gradient is 13-7 in 1,000, 
with a maximum over a short stretch of 
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Rivers, and so reaches the small town of 
Malargue. The total volume of cuttings 
and embankments amounts to more than 
one million cubic metres; much of the 
excavation in the first 25 km., that is to 
say, the ascent of the Sierras de la 
Guardia, was in hard rock. 

The next project will probably be a 
continuation southward from Malargue to 
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The position of the new railway 


in relation to previously-existing lines, and various plans 


for the development of the vast areas of western Argentina adjacent to the Chilean frontier 
by means of new transandine railway links 


23-5 in 1,000. From Km. 25 it con- 
tinues rising rapidly to Km. 55, whence 
it runs in a south-westerly direction over 
flattish country to Km. 137, two miles 
from the estancia El Sosneado, which 
is situated at the mouth of the Atuel 
River valley, where it emerges from the 
Andes. At this point the line turns due 
south, crosses the Atuel and Salado 


Bardos Blancos and thence to Chos Malal. 
Onwards, a railway now being surveyed 
extends from Chos Malal, via Anelo, to 
Contralmirante Cordero. The last-named 
is the terminus of a branch from the 
5-ft. 6-in. gauge line of the Buenos Ayres 
Great Southern Railway from Bahia 
Blanca to Zapala which may become 
another transandine link. 








New Turkish Railway 


The Turkish Ministry of Public Works 
called for tenders towards the end of last 
year for the first section (434 miles) of a 


proposed new west-east railway in Southern 
Anatolia to which we made brief reference 
in our issue of January 7 last (page 24). 
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Sketch map showing the relationship to existing Turkish railways of the new line 


Work is said to have been begun at 
Gaziantep, and to be now in progress. This 
line is to be 99 miles in length and is in- 
tended to extend from Narli (on the Fevzi- 
pasa-Malatia Railway), via Gaziantep, 
Nizip, and Birecik, to Kardanis. The last- 
named is a point on the South Turkish, Rail- 
way, which provides an essential link to 
Baghdad. A branch connecting Gaziantep 
with Kilis is being considered. 

As will be seen from the accompanying 
sketch map, this line is intended to provide 
a cut-off entirely on Turkish soil, and avoid- 
ing the Syrian detour to Aleppo of the 
main Baghdad Railway. At present, the 
privately-owned South Turkish Railway 
owns and works 253 miles, consisting of 
the standard-gauge line from Tchoban Bey 
to Nisibin (part of the main line to Bagh- 
dad), and a branch from Derbessie to 
Mardin. It is thus isolated from the main 
system of the Turkish State Railways, 
excepting by traversing part of Syria. 
Until fuly 1, 1933, this line was in the 
hands of the Soc d’Exploitation des Che- 
mins de fer Bozanti-Alep-Nissibine. 
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On December 21, 1943, a collision 
occurred on the Union Pacific Railroad 
a short way east of the crossing-loop 
station of Willard, Utah, when an east- 
bound extra freight train met a signal 
department four-wheel rail motorcar 
which was being used by the mainten- 
ance staff to inspect and adjust the auto- 
matic signalling apparatus. The line is 
completely track-circuited and fitted with 
2-position lower-quadrant semaphore-type 
automatic signals; controlled on the 
‘straight ’’ or ‘‘ overlap ’’ system, em- 
ployed in the earlier installations of 
single-line automatic signalling in the 
U.S.A. before the directional ‘‘ A.P.B.’’ 
system of circuits was invented. Under 
the ‘‘overlap’’ system, the overlaps 
should be so arranged that, if opposing 
trains are approaching each other, both 
will receive a caution and a stop indica- 
tion in sufficient time to ensure their 
being stopped clear of one another. In 
1939the Interstate Commerce Commission 
covered this point officially jn its require- 
ments by stating that ‘‘on track sig- 
nalled for movements in both directions 
signals shall be so arranged and con- 
trolled that proper restrictive indications 
will be provided to protect both follow- 
ing and opposing movements.”’ 

On this. occasion a train order had been 
issued to both trains under which the 
eastbound freight was justified in pro- 
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An “ Overlap ” Accident on Union Pacific Railroad 


ceeding beyond Willard after 9.12 a.m. 
The motorcar was required by rule to 
clear this time by 5 min. at the east end 
of the loop, or protect itself by flag- 
map, notwithstanding the existence of the 
track circuit signalling. It left the pre- 
ceding passing loop in sufficient time to 
arrive at and clear the main track at 
Willard by 9.7 a.m., and the crew knew 
that the freight train was running 5 min. 
late. Fog, however, delayed the car, as 
well as work on the signal batteries, and 
by 9.7 a.m. it was still 14 miles east of 
Willard. The guard thought it inadvis- 
able to stop to put out flag protection, 
as he knew an overdue westbound train 
was following, although one of the main- 
tenance men was qualified to act as a 
flagman to the rear. He depended on the 
automatic signals for protection, and the 
next eastbound signal ahead of him was 
671 ft. east of the east end of the loop. 
The car had received a warning indica- 
tion at a distant (repeater) automatic 
signal 660 yd. from the westbound loop 
home signal, placed exactly opposite the 
eastbound signal just mentioned. The 
extent of the overlaps combined with the 
relative positions of the two trains was 
such that the freight train received a 
clear indication at the eastbound loop 
home signal. The driver declared he ob- 
served the arm of the signal east of the 
loop also at clear, but a brakeman 
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deposed to observing a red light in it 
(the signals are approach lighted). Visi. 
bility was about 400 ft. The motorcar 
was stopped when the freight train was 
noticed, but the latter could not pul! up, 
and it struck the car at 30 m.p.h. 

A question arose as to whether the 
motorcar had been effectively shunting 
the track circuits, but it appeared to 
have been doing so, as the correct signal 
aspects were given to the following west. 
bound train. It was found, however, 
that with its wheelbase of 12 ft the 
car could so_ stand between staggered 
insulated joints at the ends of two track 
circuits that neither could be shunted. 
The I.C.C. report states: ‘‘ because of 
this condition, and also because of the 
liability of loss of shunt at times when 
a small lightweight car of this type is 
operated over the line, it is not safe to 
depend on automatic block signals for 
protection of such movements, and abso- 
lute manual block protection should be 
provided.’’” This would mean using the 
train order signals at open telegraph or 
telephone offices at the various loops to 
hold trains, on the orders of the dis- 
patcher, when a motorcar of this type 
was under way on the single line. 

Many lines are having to alter the 
overlap arrangements in these earlier 
installations, to cover certain eventuali- 
ties, of which this case is an example, 
and to comply with the Commission’s 
1939 order. 


















































Rail Transport and 


Readers may have noticed that in 
messages from India reporting the recent 
famine in Bengal, certain adherents of the 
Congress Party blamed inadequate com- 
munications, inter alia for the scarcity 
of grain in that province—a political 
‘‘dig’’ at the Central Government as 
controlling the majority of the Indian 
railways. 

As a counterblast to these tactics, the 
East Indian Railway placed an advertise- 
ment in the leading Calcutta papers, 
stating various facts and figures to show 
that railway transport was not to blame. 
For example, over twice the tonnage of 
foodstuffs arrived in the Calcutta area by 
the E.I.R. during the first six months of 
1943 than in the corresponding period of 
1942. The daily average numbers of 
wagons arriving during August last on the 
East Indian and Bengal-Nagpur Railways 
were 138 and 28, against normal daily 


averages of 114 and 15, respectively. 
From September 1 to 12 inclusive the 


daily average for the E.I.R. was 206. It 
was stated further that consignors or 
buyers in many cases did not take the 
trouble to consign food wagons to final 
destinations, yet complained when there 
was difficulty in re-booking or re-dispatch- 
ing from Calcutta. The booking of food- 
grains and foodstuffs from the Punjab 
was never stopped. 

These figures, refuting the charge 
against the two railways which bring 
grain into Bengal from other provinces, 
were attained despite the fact that, due to 
serious floods last July (see our February 
11 issue), both the main double-track lines 
from Burdwan to Howrah (Calcutta) were 


breached and remained closed until 
October, and were not in full use until 
December. 


As the accompanying map shows, there 
are two other routes into Howrah from the 
great grain-producing areas in the Punjab 
and United Provinces and from northern 
Bihar: (1) the East Indian Sahibgunj 









the Bengal Famine 


and Azimjunj loop lines from Kiul on the 
main or ‘‘Chord’’ line, and (2) the 
Bengal-Nagpur route from Gomoh on the 
‘*Grand Chord’’ line via Adra and 
Khargpur. The whole of (1) is single line, 
as is much of (2), which, moreover, had to 
carry all the coal from the entire coal- 
fields into Calcutta and for shipping 
there. 

A correspondent writing from Akbarpur 
(Fyzabad) points out that only two long- 
distance passenger trains continued to be 
worked each way daily between :northern 
India and Howrah. These were an express 
or mail from Dehra Dun via the loop line, 
and a mail from the Punjab and Delhi, 
with through carriages from Bombay, run 
as a joint E.I.R.-B.N.R. service via the 
Grand Chord, Gomoh, and Khargpur; 
Howrah terminus also is used by the 
B.N.R. 





Normally, even in wartime, there are no 
fewer than three mail, six express and four 
through passenger trains passing through 
Burdwan (near which the breaches 
occurred) via the E.I.R. main lines from 
northern India to Howrah, as well as three 
Sahibgunj loop line express or passenger 
services, and many local trains daily 

The famine was due mainly to the com- 
plete cessation of imports of rice from 
Burma, for, although large quantities are 
grown in Bengal, they are insufficient for 
local needs, and Burma rice is counted 
on largely to meet them. Moreover, in 
1942-43 the local crops were a failure, and 
hoarding and bad distribution completed 
the shortage where and when the grain 
was most needed. The only alternative 
was the import of wheat from northern 
India, which, despite the breaches, was 
effectively carried out, as shown, at the 
rate of over 400,000 tons a year by the 
E.I.R. alone. : 
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P.W.I. Provincial Exhibitions 


In addition to the exhibitions at Padding- 
ton, Charing Cross (illustrated on page 168), 
and Euston, staged in connection with the 
Diamond Jubilee Celebrations of the 
Permanent Way Institution, similar ex- 
hibitions have been arranged at important 
railway centres in various parts of the 
provinces, where they have occasioned 
considerable interest. The following notes 
record briefly some of the features of 
interest :-— 

Birmingham (Snow Hill G.W.R. Station). 
—This exhibition was held in the Old 
Restaurant from June 30 to July 11, and 
among the visitors were many members 
of H.M. Forces and students. The room 
had been decorated with flags and bunting 
loaned by the Publicity Department, 
G.W.R., and additional exhibits were 
supplied by Bayliss, Jones & Bayliss 
Limited, C. Richards of Darlaston, Hunts 
of Oldbury, and the Mint, Birmingham. 
The contents of a collecting box at the 
door benefited the Railway Benevolent 
Institution. 

Derby (No. 1 Platform, L.M.S.R. Station). 
—The Mayor of Derby opened this ex- 
hibition at 10 a.m. on Monday, July 17. 
The Notts. & Derby Section of the P.W.I. 
was responsible for the arrangements, which 
achieved a high measure of success. Many 
exhibits of local historical interest were 
included in the display, which was well 
staged in the somewhat limited space 
available. 

Nottingham (Booking Hall, L.M.S.R. Sta- 


tion)—At 10 a.m. on Monday, July 24, 
the Lord Mayor of Nottingham opened 
this exhibition, which had been transferred 
from Derby. He was introduced by Mr. 
C. J. Chaplin, District Engineer, Derby 
(Chairman of Notts. & Derby Section, 
P.W.I.). Among those present were Mr. 
E, Whitehouse, Assistant Goods & Passen- 
ger Manager, Derby, L.M.S.R.; Mr. F. 
Acton, District Controller, Nottingham, 
L.M.S.R.; and Mr. C. Wright, District 
Engineer, Nottingham, L.N.E.R. 

Bristol (No. 9 Platform, Temple Meads 
Station).—Mr. H. A. Alexander, Divisional 
Engineer, Bristol,- G.W.R., opened this 
exhibition at 3.30 p.m. on Thursday, July 
13. The exhibits, which had been on view 
at Paddington, were transferred to Bristol, 
and the layout reflected great credit on 
the members of the Bristol Section of the 
P.W.I., which was responsible for the 
arrangements. 

Taunton (Home Guard Hut—Staff Associa- 
tion Building).—The Exeter & West of 
England Section of the P.W.I. was re- 
sponsible for this show, which was opened 
at 11.30 a.m. on Thursday, July 27, by 
the Mayor of Taunton, Alderman C. H. 
Goodland, J.P. Among those present 
were many members of the Corporation and 
local railway officers. Mr. B. Lloyd- 
Davies, J.P., Chairman of the Section, 
occupied the chair at the opening cere- 
mony, and was supported by Mr. F. 
Holland, Divisional Engineer, Taunton, 
G.W.R., who proposed a vote of thanks 
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to the Mayor for his support and his in- 
terest in the work of the Institution. The 
Section had been able to obtain a very 
fine selection of relics, prints. and articles 
of interest, particularly from the old Cornish 
railways. 

Southport (Concourse, L.M.S.R. Station). 
—TIn the presence of the District Engineers 
from Liverpool, Manchester, and Black- 
burn, and other L.M.S.R. officers, the 
Mayor of Southport opened this exhibition 
on Wednesday, July 26. Mr. W. H. Beatty, 
Assistant Divisional Engineer, Blackburn 
(Chairman of the Manchester & Liverpool 
Section of the P.W.I.) presided, and out- 
lined the work of the Permanent Way 
Institution. The exhibition was well sup- 
ported, and the organisation set up by the 
Section for manning the show and for 
arranging the exhibits worked very well 
indeed. Relics from the Crewe Museum and 
other items of local historical interest were 
included. 

Salisbury.—Mr. H. A. Alexander, G.W.R. 
Divisional’ Engineer, Bristol, opened this 
exhibition on Friday, August 11, at noon. 
It was held on No. 4 platform and was on 
view until August 17. 

Newcastle (Museum of Science & In- 
dustry).—An exhibition is being held under 
the auspices of the Newcastle Section of 
the P.W.I. from Wednesday, August 16, to 
Saturday, August 26. 

York (No. 7 Platform, L.N.E.R. Station). 
—The York Section of the P.W.I. was 
unable to arrange for this exhibition during 
the period announced, but it will be held 
directly after the exhibits have been trans- 
ferred from Newcastle. 








Parliamentary Notes 


L.M.S.R. Railway Bills 

The River Dee Catchment Board has 
deposited a petition against the London 
Midland & Scottish Railway Bill. 

Denbigh County Council has deposited 
petitions against the London Midland & 
Scottish Railway Bill and the London Mid- 
land & Scottish Railway (Canals) Bill. 

All the petitions are against alterations. 


Questions in Parliament 


Accommodation for Prisoners of War 

Sir Herbert Williams (South Croydon— 
C.) on August 3 asked the Secretary of State 
for War whether his attention had been 
drawn to the fact that on a crowded train 
which left Westbury, Wiltshire, for Ports- 
mouth, at about 9 a.m. on Wednesday, 
July 26, a third class compartmeent was 
reserved for two persons, one a prisoner of 
war, and the other his guard ; and would he 
avoid that procedure in future. 

Major - Arthur Henderson (Financial 
Secretary to the War Office) stated in a 
Written reply : The answer to the first part 
of the question is, Yes, Sir. An Italian 
prisoner of war who had been discharged 
from hospital was being taken back to his 
camp. Under existing regulations all pri- 
soners of war are segregated when they are 
m transit, but as far as Italians are con- 
cerned the regulations are now being re- 
considered and a case such as this should not 
then arise. 


Accommodation for Service Personnel 

Flight-Lieutenant Sir Gifford Fox (Hen- 
ley—C.) on August 3 asked the Parliamen- 
tary Secretary to the Ministry of War Trans- 
port, whether, in view of the chaos at rail- 
way stations, he would make arrangements 
for certain carriages to be reserved for ser- 
vice personnel until a specified time before 


the departure of the train from terminal 
stations to enable those on postings and 
urgent business to be sure of accommoda- 
tion on the train. 

Wing-Commander E. Errington (Bootle- 
C.) also asked the Parliamentary Secretary 
to the Ministry of War Transport whether 
he was aware of the delay due to congestion 
of transport to those travelling on urgent 
Government and commercial business ; and 
whether he would consider the institution of 
passes entitling those travelling on such 
business to reserved accommodation. 

Mr. P. J. Noel-Baker (Joint Parliamen- 


tary Secretary, Ministry of War Transport) 
stated in a written answer: Government 
Departments can reserve seats or sleeping 
berths on certain trains for persons who 
must travel on urgent and important 
national work. Compartments can be 
reserved for parties of Service personnel who 
are travelling on duty. I regret that, for 
reasons which I have explained in answer to 
previous questions, the introduction of a 
system of passes or permits for railway 
travel would require an administrative staff 
out of all proportion to the advantages that 
might result. 








Renovations on the Bakerloo Line 


The Bakerloo Line is closed to traffic 
between Piccadilly Circus and Elephant & 
Castle stations from August 14 to. 24, 
inclusive, to permit London Passenger 
Transport Board engineers to undertake 
important maintenance work in connection 
with the under-river tunnels and tracks. 
Although the regular nightly inspection and 
renewal work on the Underground has been 
maintained generally throughout the war, 
the overhaul of the sections below the river 
calls for special treatment and it is not 
possible to undertake this work in the few 
available hours of the night. Pre-war stan- 
dards of material and workmanship were 
high and because of this net until the fifth 
year of war—during each of which the rail- 
ways have worked at high pressure—has 
any major operation been necessary. Dur- 
ing the period the line is closed, passengers 
have a number of alternative routes by 
underground and an auxiliary service of 
special buses runs from Piccadilly Circus 
(Jermyn Street) to Elephant, via Hay- 
market, Pall Mall, Trafalgar Square (North 
and East), Northumberland Avenue, Vic- 
toria Embankment, Westminster Bridge, 


Westminster Bridge Road and St. George’s 
Road, returning via London Road and St. 
George’s Circus to Westminster Bridge 
Road. Posters with particulars of all routes 
are displayed outside London Transport 
stations. 


APPLICATIONS FOR EXPORT LICENCES.— 
The Board of Trade announces that appli- 
cations for licences previously sent to the 
Export Licensing Department, Bank 


- Buildings, Princes Street, London, E.C., 


in future should be sent to Stafford 
House, King William Street, London, 
E.C.4; and that it will be of considerable 
assistance to the department if for the 
present applicants will restrict their appli- 
cations to urgent cases. Arrangements 
have been made with the Customs under 
which any licences produced to them with 
a period of validity expiring in July and 
August, 1944, will be considered as ex- 
tended automatically until August 31, 
1944. Application for the renewal of such 
licences,. therefore, is ummnecessary and 
should not be made. 





Notes and News 


Assistant Accountant Required.— 
The government of the Gold Coast 
requires the services of an _ assistant 
accountant for the railway department. 
Details are given in our official notices on 
page 175. 

Entre Rios Railways Debenture 
Scheme.—At an adjourned meeting held 
on August 10 of the holders of 5 per cent. 
debentures the scheme of arrangement for 
renewal of the interest moratorium was 
sanctioned. 


Scinde Punjaub & Delhi Railway 
Annuities.—The 786 miles of the Scinde 
Punjaub & Delhi Railway Company were 
purchased by the Government of India 
under the powers of an Act of 1886, which 
provided for the purchase by means of 
annuities, namely, Class “ A ”’ representing 
capital and interest, and Class ‘“‘ B.”’ It is 
now notified that on June 30, 1944, a total 
sum of £3,881,025 was invested for the 
purpose of providing a sinking fund”in 
respect of the annuities, Class B. 

Millar’s Timber & Trading Co. Ltd. 
—Profit for the year 1943 was {£74,430 
(£77,658), to which is to be added £84,986 
brought forward, making £159,416. After 
deducting £8,000 (same) transfer to depre- 
ciation and reserve account, directors’ fees, 
and the year’s dividend on the preference 
shares, there is a balance of £119,966. The 
dividend on the preferred ordinary shares is 
6 per cent., less tax, and on the ordinary 
shares is 5 per cent., less tax, both 
the same as for the previous year, and the 
sum of £83,133 is carried forward. 


Mexican Railway Co. Ltd.—Gross 
receipts for the half-year to December 31, 
1943, were ps. 10,840,410, an increase of 
ps. 3,144,000 over those of the second half 
of 1942, and again constituted a record. 
The increase was almost entirely due to 
receipts from national and passenger traffic 
which together were more by ps. 2,775,000. 
Expenses, at ps. 12,342,726, were again the 
highest ever recorded, and the increase of 
ps. 3,069,000, while largely due to greater 
movement of traffic, was also attributable 
to an advance in wages of 10 per cent. in 
all departments by Government Decree to 
meet higher costs of living. The age and 
poor condition of the company’s equipment, 
which necessitated the renting of locomo- 
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tives and rolling stock, was also a contri- 
butory cause. After charging net revenue 
with debenture interest, etc., and crediting 
the proceeds from the sale of coupons of 
40-year bonds, etc., there remained a de- 
ficiency at December 31, 1943, of £2,459,609. 


Proposed Railway Works in Argen- 
tina.—It is reported by Reuters that the 
General Manager of the Argentine State 
Railways has submitted, for the approval 
of the Government, plans for the installation 
of an establishment, in the province of 
Cordoba, for the construction of heavy 
railway material, particularly axles and 
wheels for locomotives, carriages and 
wagons. The works would cover some 
9,000 square metres. 


Post Office Receipts.—The average 
daily receipts of the Post Office in the 
United Kingdom for June were £217,777, 
compared with {£220,653 in the same 
month last year. Each earlier month 
this year showed an _ increase over 
1943. The Board of Trade Journal states 
that the fall in June was mainly due 
to the high figure of June, 1943, which, 
like the figure for May this year (an in- 
crease of 10-3 per cent.), may be associated 
with the incidence of the Whitsun holiday. 


Southern San Paulo Railway Deben- 
ture Stock.—Announcement is made by 
the stockholders’ committee representing 
holders of the 5 per cent. debenture stock 
of the Southern San Paulo Railway Co. 
Ltd., of a settlement reached ‘with the 
Brazilian Government which should enable 
a cash distribution to be made of about 
80 per cent. to such holders. The railway 
property was sold in 1927. Assets of the 
company in Brazil comprising cash and 
State of San Paulo internal bonds were 
sequestrated by the Brazilian Government 
in July, 1940. Negotiations were opened 
in 1942 with the Brazilian Government. 
The amount of debenture stock at present 
outstanding is £506,634. 

Submerged Iron Ore in Canada.— 
The Canadian National Railways are con- 
structing a 34-mile branch line from 
Atikokan (Ontario) to a site at Steep Rock 
Lake, where enormous pumping operations 
have been in progress since the beginning 
of this year to expose for mining the sub- 
merged deposits of high-grade iron ore. It 
is estimated that 121,000,000,000 gal. of 
water must be removed before mining can 
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be begun. The Canadian National Railways 
are also building an ore-loading dock at 
Port Arthur (Ontario), and 250 special 
mineral wagons in which to haul the ore to 
the lake port. 


English Electric Works Savings 
Groups.—Works savings groups run by 
the English Electric Co. Ltd., Statford, 
have passed the £? million mark. These 
groups, which have shown a continuous 
improvement since their inception in 194), 
have a membership of up to 91 per cent, 
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Overseas Employment 


SSISTANT ACCOUNTANT required by the Gov- 
A ernment of the Gold Coast for the Railway 
Department for one tour of 12 to 24 months with possi- 
bility of permanency. Salary £400 rising to £720 a 
year. Commencing salary according to qualifications 
andexperience. Separation allowance for married men 
is £128 on £400. Free passages and quarters. Candi- 
dates must have a thorough knowledge of book-keeping 
in all its branches with practical experience in railway 
accounting work preferably on a home railway and be 
capable of taking full charge of any of the separate 
sections of a railway accounting organisation. 

Applications in writing (no interviews) stating date 
of birth, full details of qualifications and experience, 
including present employment; also Identity and 
National Service or other registration particulars, and 
quoting Reference No, O.S. 161, should be addressed to 
the Ministry of. Labour and National Service, Appoint- 
Department, Sardinia Street, Kingsway, 
W.C.2. 


ments 
Lond 
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OFFICIAL NOTICES 





OFFICIAL ADVERTISEMENTS 


ADVERTISEMENTS intended for 

insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to—:The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 


FFICIAL 
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Universal Directory of Railway Officials 
and Railway Year Book 


50th Annual Edition, 1944-45, now ready 


This unique publication gives the names of all 
the principal railway officers throughout the world, 
together with essential particulars of the systems 
with which they are connected. Much general and 
statistical information about railways is also concisely 
presented 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD., 
33, Tothill Street, Westminster, S.W.1 








of employees: A great effort is to be made 
shortly to increase contributions in the 
hope of reaching the figure of £1,000,000 
by the end of 1944. 


New Air Line Company in Uruguay. 
—The increasing interest of Uruguay in air 
transport matters is exemplified by the 
recent establishment at Montevideo of a 
new air traffic company, called the Sociedad 
Uruguayana de Navegacién y Transportes 
Aereos. It is stated to be an offshoot of the 
shipping interests headed by the Compania 
Argentina de Navegacion. 


Proposed Venezuelan Railway.—An 
announcement has been made in Venezuela 
that the Sociedad Promotora de la Com- 
pafiia Gran Ferricarril de los Llanos has 
been constituted legally for the purpose of 
building the long-discussed railway from 
the cattle-producing areas to Caracas and 
other central markets. The company’s 
capital has been initially established at 
$15,000,000. 


Collapse of Brazilian Railway Tunnel. 
—A report has just reached this country 
of the collapse on February 9, of a tunnel 
on the Brazilian Central Railway, some 
50 miles from Rio de Janeiro on the line 
to San Paulo. It seems unlikely that 
repairs will be complete for some months 
yet. Meanwhile, traffic is being routed 
over a steeply-graded (1 in 114) track which 
has been laid temporarily around the tunnel. 


Great Southern Railways Company. 
—The directors have decided to declare an 
interim dividend of 2 per cent. for the half- 
year ended June 30, 1944, on the four per 
cent. guaranteed preference stock, and have 
resolved that the same be paid, less income 
tax, on September 30, 1944, to the proprie- 
tors who .were registered at the closing of 
the transfer books of the company. The 
directors have decided to defer considera- 
tion of the payment of dividends on the 
four per cent. preference stock and ordinary 
stock until the acco&nts for the whole year 
are available. 


Railway Results in the Dominican 
Republic.—Restrictions on the use of 


motor lorries in the Dominican Republic 
have resulted in a substantial expansion 
in the traffics of the United Dominican 


Railways, the 152 miles of which connect 
the Cibao region with the northern coast of 
the Republic. During the year 1943, the 
tailways carried a total of 126,097,071 kg. 
of goods, compared with 91,096,765 kg. 
in 1942. The total revenues were reported 
to be almost twice those of 1942. The 
United Dominican Railways is the title 
now adopted by what were formerly known 
as the Dominican Government Railways, 
comprising the old Central Dominican Rail- 





way (Puerto Plata to Moca), of 2-ft. 6-in. 


gauge, which has always been a State 
undertaking; and the Samana-Santiago 
Railway (Sanchez-Moca), of 3-ft. 6-in. 
gauge, which was taken over by the 
Government some two years ago. A map 


and brief descriptions of these lines were 
included in our issue of June 25, 1943, 
page 639. 


Bristol Railway Circle.—At the Bristol 
Railway Circle (St. Mary’s Church House, 
Tyndalls Park), on September 2, an illus- 
trated talk will be given by Mr. W. Vaughan 
Jenkins, entitled ‘‘ Armchair Excursions 
on the Railways of Bristol and District.’ 
The talk, arranged for 6 p.m., will be pre- 
ceded by a business meeting. 


Sorocabana Railway Debentures. 
The advisory committee representing hold- 
ers of the cumulative 54 per cent. income 
Ist debentures of the Sorocabana Railway 
Company announces that a settlement of 
the company’s claim has been reached with 
the Brazilian Government. This should 
enable a distribution to be made to holders 
of these debentures of not less than /36 
per cent. By Decree No. 2436 of July 22, 
1940, the Brazilian Government seques- 
trated certain assets forming part of the 


security for the debentures. About 60 per 
cent. of the outstanding debentures, of 
some £1,422,000, have been deposited with 
the advisory committee which last year was 
given full powers to accept a definite offer 
of compensation from the Brazilian Govern- 
ment. 


Rail Transport and Coal Production. 
—The Statistical Digest recently issued by 
the Ministry of Fuel & Power (Command 
Paper 6538) shows that although 1,905,360 
tons of coal were lost in South Wales & 
Monmouthshire during the fifteen months 
ended March 31 from all causes, other than 
absenteeism, rail transport difficulties, or 
want of wagons, were only responsible for 
the loss of 1,320 tons or 0-069 per cent. of 
the total. 





Contracts and Tenders 


Two heavy steam locomotives for the 
South African Railways have been delivered 
in South Africa from Great Britain. They 
are the first locomotives to reach South 
Africa since the month before the outbreak 
of war, and implement a promise made in 
England two years ago to Mr. F. C. Stur- 
rock, Minister of Transport. 
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the mobile exhibition, *‘ Your Paper Goes to 


War,” organised by the Waste 


Paper Recovery Association, to which reference was made in our August 4 issue. 


The trailer was constructed by Leon Goodman Displays Limited 
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leading industrials are 


home rail juniors are 


year’s best levels. Great 


last 


for example, is now 58}, com- 


year’s highest of 65}, 


ordinary 30}, compared with 


Southern deferred 24}, com- 


last 


year’s highest of 26}. 


The fact that home railway junior stocks 


have 


held 


the improving tendency 


in evidence in the first part of last week 
to selling, which appears to 


is not 


have 
small 


a large 
decline 


In 


Argentine 


that 


generally 
changed 


very 


moderate, but to the 


demand experienced, which is in 
measure a reflection of the general 
in market 


activity. 


directions, sentiment as to 


regard 
has 
attitude 


railway stocks has improved; 
to Argentine securities 
been assisted by the 


of the Argentine 


Federal Court concerning the expropria- 
tion terms in respect of the Primitiva Gas 


Company. 


Moreover, it is felt that with 


the prospect of the war in Europe draw- 
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to a close, the 
more likely 


70}. 
Railway 
decision not 








Antofagasta (Chili) & Bolivia 
Argentine North Eastern 





Buenos ‘Ayres & Pacific s 
Buenos Ayres Great Southern 
Buenos Ayres Western 





Cent. , 3 of M. Video ; 





Great Western ‘of Brazil 
International of Cl. Amer. ... 
Interoceanic of Mexico 

La Guaira & Caracas... 





South & Central America 





Peruvian Seeperatinn 












Uruguay Northern ... 






Madras & Southern Mahratta 


indiat Canada 






Midland of Ww. “Australia 





Various 







Miles 
open 


834 
753 
174 


808 
1,030 
4 





Week 
ending 


6.8.44 
5.8.44 
July, 1944 


June, 1944 
July, 1944 
5.8.44 


July, 1944 
Apr., 1944 


July, 1944 
5.8.44 
June, 1944 


7.8.44 


July, 1944 
June, 1944 
Mar., 1944 

20.12.43 


10 7.44 
June, 1944 


27.5.44 
24.6.44 


April, 1944 


Traffic for week 


Total 
this year 


974 

907 
113,580 
179,880 


59,040 
174,498 
32,926 
26,525 


28,381 
23,088 


é 
28,880 
16, 

4, 


17,500 
$528,673 


1,182,400 


24,878 


978,150 


358,125 


199,410 


18,735 


I++ 


L+l+++ +444 


+ +111 + FIL +44+44+4+44 


(+171 


Inc. or dec. 
compared 
with 1942/3 


é 
8,410 
1,584 
84 


"36,780 


30,120 
14,760 


48,777 


3.229 
3,664 
1,956 

276 


3,900 
$63 322 


960 
12,445 


ps.95,200 
21 


49,800 


3,817 


63,150 


7,925 


24,449 


4,833 


17.435 


212,162 


2 Aggregate traffics to date 
vu 
= Totals 
2 
3 1943/4 1942/3 
Zz 
é é 
31 913 320 873,260 
5 82,662 74 898 
30 36,663 37,405 
5 560, 940 434,400 
5 854,580 735,360 + 
5 308,640 242,700 + 
5 865,620 643,032 + 
5 175,853 164,749  +- 
48 25,679 173.827 + 
30 177,690 146,917 + 
5 115,860 103,830 + 
31 672,700 485,400 + 
26 $4,200,514 $3,904,639 + 
31 54,940 “61,140 — 
3! 1,408,087 1,051,837 + 
5 ps. 2,601,300 ps. 2,190,900 + 
52 203,234 184,947 + 
31 110,635 86.278 + 
5 $285,284 $227,630 + 
4 os 
43 ¢1,310,000 1,034,000 + 
4 1,815 3,515 — 
5 237,212 274,634 — 
52 17,889 17,259 + 


31 37,560,600 «33,707,400 
17 100,365 91,770 
133,211,725 3,228,900 
52 10,447,866 8,913,942 
37 «5,321,558 4,562,445 
14 186,144 138,516 
52 332,900 392,863 
12 10,281,835 9,811,681 


+ 


++1+ 
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Argentine authorities 
to meet the reason- 
able claims of the railways for fair treat- 
A strong feature has been pro- 
vided by French railway sterling bonds, 
reflecting hopes that a German — 
collapse may be in early prospect. . 
Canadian Pacifics moved back 
disappointment that 
decided against an interim payment, 
to the rail wages award. 
with a 
Western ordinary has moved back from 
ordinary from 31 to 
preference 
and Southern deferred 

Senior preference, 
teed and debenture stocks were quite well 


the 


week 


Elsewhere, 


were 


kept at 48. 
reacted 
Nord advanced ‘to 80}, 
Elsewhere, 

declined 
to pay 


Ord. Stk. 
Ord. Stk. 


Dfd 


Ord. Stk. 
Stk. 
I Mt. Db. 


Ord. Stk. 
Ord. Sh. 


Ist Pref. 


00 5 p.c. Deb. 


Ord. Stk. 
Ord. Stk. 


Ord. Sh. 


Pr. Li. Stk. 


Pref. 
Ord. Stk. 


stock 


was unchanged at 71. 

Argentine railway ordinary and _prefer- 
slightly 
where changed, but debentures 
have been firmer in most cases,’ particu- 
of the x 5 
favoured on yield considera- 
& Pacific 4 per cent. fi 
debe ntures were firm at 684 and the 4 
debentures better at 53. 
leanetn ordinary reacted to 10}, but San 
United | of Havana 
to 


B.A. 






9 
59/9 
23 


90 


43 
13 


83/9 
75 


17% 


71 


Ord. Sh. 9 37/6 


Ord. Stk., 


Ord. Stk. 


Ord. Stk. 


Prf. Sh. 
B. Deb. 
inc. Deb. 


834 








18 


1044 















Yields are based on the approximate current price and are within a fraction of +;. Argentine traffics are given in sterling calculated @ 16% pesos to the £ 
t Receipts are calculated @ Is. 6d. to the rupee 
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